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NOTICE TO SUBSCRIBERS 


Consequent on further paper rationing, new subscribers 
cannot be accepted until further notice. Any applications 
will be put on a waiting list which will be dealt with in 
yotation in replacement of existing subscribers who do not 
venew their subscriptions. 

Annual subscriptions are payable in advance and sub- 
scribers ave advised to pay their renewal accounts before 
the expiration of the existing subscription, as the dispatch 
of copies will in all cases be stopped on expiration 








DISPATCH OF THE «RAILWAY GAZETTE” 
OVERSEAS 


We would remind our readers that there are many 
overseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
spondent overseas should place the order with us together 
with the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
as they are stopped under the provisions of Statutory 
Rules & Orders No. 1190 of 1940, and No. 359 of 1941 








TO CALLERS AND TELEPHONERS 


Until further notice our office hours are:— 
Mondays to Fridays - 9.30 a.m. till 5.0 p.m. 


The office is closed on Saturdays 
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Our Export Policy 
HE kaleidoscopic changes of the past two years, evidenced 
by such occurrences as the recent conflict in Syria 
between French and British Forces, and the present war 
between Germany and Soviet Russia, have resulted in a 
widespread tendency to swing from one extremity of mental 
outlook to the other. In no way is this more marked than in 
the attitude of some commercial interests to the British 
Government export policy. It seems to us that the remark- 
able ‘‘ change of heart ’’ in certain quarters as the result 
of the Government pronouncement on the use and distribu- 
tion of Lend-Lease materials is unnecessarily drastic, and 
commercially dangerous, especially in view of the fact that 
no new principle was formulated. So far as the distribution 
of Lend-Lease material is concerned, it is plain that no one 
must be allowed to use the fact that we get supplies on these 
terms from the U.S.A. to afford an opportunity for private 
gain. In fact, the British Government from the first has 
taken careful steps to ensure that proper remuneration and 
no more is paid to those to whom the distribution of such 
material is entrusted, so that supplies are used for the good of 
the community as a whole, and for the prosecution of the 
war effort. United Kingdom export policy has been widely 
ittacked in the U.S.A. during recent weeks as a result of 
inisrepresentation, some of it doubtless deliberate, about the 
irrival in the Western Hemisphere of exports planned in the 
days of ‘‘ cash-and-carry ’’ which can no longer be arranged 
under Lease-Lend conditions. Nevertheless, it is fallacious 
ind dangerous to jump to the conclusion that the United 
Kingdom need not trouble further about its export trade. 
Exports, directed so as to avoid the use of Lend-Lease 
materials to facilitate trade in overseas markets, remain 
essential alike to the maintenance of the maximum war effort 
and to the restoration of our commercial existence in the 
post-war era. 
ses oe 


The Late Dr. William Z. Ripley 

Ihe death of William Z. Ripley, concerning whom a 
biographical note appears elsewhere in this issue, will be 
regretted by students of transport economics on both sides of 
the Atlantic. He was a man of striking appearance, and 
succeeded in many respects to the position long held by 
Arthur T. Hadley, one-time President of Yale University, 
upon whose thought and writings on transport matters the 
late Sir William Acworth based much of his work. Like 
Hadley, too, Ripley became a railway director, serving on 
the board of the Chicago, Rock Island & Pacific from 1917 to 
1933. It was, however, primarily as professor of economics 
that he played an important part in railway matters. His 
twin volumes: ‘‘ Railroads—Rates and Regu- 
lation ’’ and ‘‘ Railroads—Finance and Organization ”’ (pub- 
lished respectively in 1912 and 1914) are still regarded as 
classics of their period, but it was his work for the Interstate 
Commerce Commission in 1920-1921 in the preparation of a 
plan for consolidating all the American railroads into a 
limited number of systems that brought his work most 
prominently before the public eye. The so-called Ripley plan 
provided for grouping into 21 systems, and, like the British 
amalgamation of the same period, it was designed to retain 
competition as an energising force. Unlike the British situa- 
tion, consolidation has never become a reality in the United 
States, but the Ripley plan may yet be used as a basis if such 
. policy is carried out. It appreciated that there is an opti- 
mum size for a railway beyond which disadvantages begin to 
exceed advantages, a point which has also been realised by 
close students of the British railway situation. 


monumental 


London Transport Rating 

As briefly announced last week, the Railway & Canal 
Commission has reduced the first annual valuation for rating 
purposes of the transport undertaking of the London Passen- 
ger Transport Board from the figure of £1,594,000 found by 
the Railway Assessment Authority to £945,275. This applies 
to the quinquennial period from April 1, 1936, and compares 
with an estimated annual figure of £1,026,000 for the pre- 
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@ fi vears The rating procedure is now governed 
London Passenger Transport (Valuation for Rating) 
Scheme and Order, 1935. Asa guide to the net annual value, 
or cumulo, for the period 1936-41, it was necessary under 


the Order of 
for the two 


1935 first to ascertain the average net receipts 
ccounting years ended June 30, 1935. These 
the Railway Assessment Authority eventually found to be 
£3,108,004. On appeal to the commission the L.P.T.B. con- 
tended that the average net receipts should not 
£2,.672,346 and that the should be reduced to 
£440,000, and the London County Council contended that 
the cumulo should be increased to £2,085,000. The commis- 
sioners decided that the average net receipts for the two 

should be £2,692,346, but reduced the 
cumulo, as above stated, to £945,275, reserving the question 
of costs. A further appeal lies to the House of Lords should 
iny party desire to exercise this right on a point of law 


exceed 
| 
cumulo 


rccounting vears 


Nizam’s State Railway 


[It is reported from Hyderabad (Deccan) that the Nizam’s 
State Railway board in England has been abolished and a 
local board set up in its place The London board was 
originally sanctioned for five years and subsequently extended 
for a further similar period which expired at the end of 
March last Early this vear the Government of Hyderabad 
State informed the London board that it was intended to 


ind to form a board in Hydera- 
London board was extended to 
the end of October Mr. C. W. Lloyd Jones, who has been 
Managing Director, is to remain in England as Agent and 
Adviser to the Government. The railway 
688 miles of 5 ft. 6 in. gauge and 672 miles of metre gauge; 
irly sections were taken over for working by a company 
registered in 1883. In 1930 the system passed into the hands 
of the Government of H.E.H. the Nizam of Hyderabad State 
for operating. The broad-gauge routes are those from Secun 
derabad to Bezwada (where connection is made with the 
main Calcutta—Madras line of the Madras & Southern Mah- 
ratta Railway), and Secunderabad—Wadi (on the Bombay 
Madras main line of the Great Indian Peninsula Railway) and 
Kazipet to Balharshah (on the Delhi—Madras line). The 


terminate the London board 
bad; pending that step the 


consists of 





principal metre-gauge route is Manmad—-Secunderabad- 
Dronachellam Both these are cross-country routes inter- 
secting at Secunderabad 


sas a 
Railways and Machine Tools 
With everything subordinated to the war effort, the British 


machine tool industry, 


ilways one of the most important 
ind progressive 


in the engineering world, finds the demands 
made on its energies and resources on Government account 
it a high level. Many a splendid tool has been designed in 
part, if not entirely, for use in locomotive 


; 


shops and also 
o be applicable to the needs of rolling-stock production, or 
other railway purposes, but for the time being such tools 


cannot be supplied, or even indented for, on anything like 


ordinary delivery dates, if at all. Yet, as we know, machine 
tool manufacturers, whose products are needed wherever 
locomotives are built and repaired, are not losing sight of th 


future, nor allowing themselves to become forgetful of what 
in normal times is to many one of their best mark: ts, and 
ll be fter the war Then, too, the accumulated 
experience of these concerns, aided by new methods of pro- 
duction which have been forced upon them by the circum- 
stances of war, will result in their being in an even stronger 
position to cope with the requirements of the railways and 
ilso of the contracting firms building locomotives, carriages, 
and wagons [heir wartime work, indeed, will make it 
possible for them, in due course, to offer machines which 
improvement upon the excellent designs for 
which British manufacturers have always been renowned. 


igaln 


are even in 


Contributors to Punctuality 

Lately we have drawn attention to the importance of 
punctuality on the railways, particularly at the present 
time when delays are equivalent to obstructions in the war 
effort. We have referred to the important role of engine 
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in whose hands so often rests the final authority as to 
the amount of recovery of time made by a train which 
running late. With that authority there automatically gox 
a corresponding responsibility, but perhaps the latter may 
recently have been stressed rather more than the forme: 
It is inevitable that, after long years during which tl] 
British railways have not officially instructed enginem¢ 
that their duty was to make up lost time, it should | 
found hard by many enginemen suddenly to change thei 
habits, and realise the extent of their authority and t! 
importance of their responsibility. If it were made a specif 
practice now to explain to all enginemen, individually at 
collectively, and perhaps repeatedly, how serious delays 
railways may be to large numbers of persons, and how far 
reaching their effects, it is probable that the considerabl 
improvement which has noticeable in the last fe 
months in respect to time-keeping would be further extended 
No less important is it to emphasise the role of the stati 
staffs; and of course we are not unmindful of the indire 
contributors to procrastination, few of whom have escapi 
our attention on appropriate occasions, but it is high ti 
these ceased to be used as alibis. 


CTCWs 


been 


A Gathering of the Mechanicals 


Holders of some of the most responsible offices of Stat 

ience, ind industry gathered at the Institution o! 
Mechanical Engineers luncheon held on Friday, Septen 
ber 19, in London, under the presidency of an eminent railwa 
officer in the person of the Chief Mechanical Engineer of th 
L.M.S.R., Mr. W. A. Stanier, President of the institution 
This point was noted by the First Lord of the Admiralt 
when proposing the toast of the institution, and Mr. Staniet 
in reply reminded his hearers that their founder and first 
president, George Stephenson, was a railway engineer. Th¢ 
profession of engineering is one with such wide ramifications 
that it might be thought difficult, even in a gathering such 
as this, numbering just over nine hundred, to encompass 
every phase of engineering activity, but it may be doubted 
whether any branch of the profession could be said to hav 
been wholly unrepresented on this notable occasion. Railway 
engineering had several worthy exponents, not only officers oi 
the railways themselves but also the heads of eminent 
consulting and _ contracting firms. The Institution of 
Mechanical Engineers with nearly 15,000 members, and now 
in the 94th year of its existence, has made and is making 
great contributions to the war effort, but many of the ways 
in which it has assisted the Government must remain un 
recorded during the continuance of the war. In addition, a 
was stated at the luncheon (which we report at page 312 
large numbers of members have joined the services or art 
engaged at one or another of the various Ministries and othe1 
Government Departments. 


Report on Tacoma Bridge Failure, U.S.A. 


A board of engineers, having considered the results of com 
prehensive investigations into the cause of the failure of 
the Tacoma Narrows suspension bridge—described on page 93 
in our issue of_,January 24 last—has stated in its report that 
the bridge was well designed and built to resist safely all 
static forces, including wind pressure, usually considered in 
the design of such structures. The collapse of the bridge was 

iused by excessive oscillations set up by wind action, made 
possible by the extraordinary flexibility of the structure, and 
its relative inability to absorb dynamic forces. The great 
size of this bridge did not insure its stability against aero- 
dynamic forces, which initiated vertical and torsional oscilla- 
tions, and once these began there was a tendency for their 
amplitudes to increase. The primary failure appears to have 
been due to the slipping of the northern cable band, to which 
the central ties were connected, and this induced torsional 
oscillation. The board is also of opinion that (1) the suspen 
sion type of bridge was the most suitable and economical for 
bridging the narrows, (2) the authorities concerned were 
justified in placing their full confidence in the consultants, 
(3) there was no lack of competent supervision in the con 
struction work, and (4) there was no question of the high 
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quality of the materials and workmanship. Further investi- 
gation into the design of such structures is. recommended. 


Imperfectly Displayed Signals and Rule 82 


Although our well-known Rule 82, regarding imperfectly 
lisplayed signals, the substance of which has been in force 
for many years under other numbers, is necessary and well- 
meaning enough, it is fortunate for the speedy conduct of the 
traffic that it is not often taken seriously, although this is 
iot creditable to our signalmen, nor at times to our mainten- 
ance staffs. During the June hot weather we were most 
unfavourably impressed by the number of poorly displayed 
ignals which were to be seen, proving that certain signal- 
1en could not have been paying the least attention to their 
repeaters. Nevertheless, such imperfectly displayed indi 
itions were accepted as sufficient by the drivers. We 

issed one distant signal which, for a week on end, we never 
iw more than 30 deg. from the horizontal, a very unsatis- 

tory state of affairs. Some of the old companies used a 

ng travel for their signal arms, so that a fair indication 


ne 


was still shown if stroke was lost. With only a 45 deg 
1lovement a very little suffices to give a poor appearance 
ind this seems worse with our present standard upper 


juadrant type of arm, which, never a thing of beauty, in 
ny case, appears really woe-begone when working badly. 


gos == 


Firebox Evaporation 
For a good many years now, an evaporation rate of 
ipproximately 55 lb. per sq. ft. of heating surface per hour 
1as been taken when considering what part the firebox plays 
in the total evaporative capacity of the boiler. This is a 
higher rate than is obtained from the tubes 
of even a short-barrelled boiler, and in view of the size of 
many modern fireboxes it is a value which should be checked 
irefully whenever tests permit. Cole, of the American 
Locomotive Company, proposed this value when evolving 
vaporative capacity based on a maximum firing 
rate of 12) lb. per sq. ft. of grate area per hour, and he 
ybtained the value from Goss’s tests at Coatesville about 
49 years ago. It is not unreasonable to ask if such a figure 
require modification now, to be applicable to fire- 
have four or five times the volume of the 
Coatesville boiler and two or three times the grate area, and 
ilso for boxes which are more akin to that of the test firebox 
in size but which are fitted with thermic syphons, arch tubes 
ind small combustion chambers. But any revised values 
would need to be carefully qualified by statements as to the 
firing rate per sq. ft. of grate area or per cu. ft. of firebox 


volume. 


msiderably 


rules for ¢ 


does not 


yoxes which 


sas c= 

Enquire Within 

At many large stations the travelling Serviceman is 
directed to take his travel problems to the office of the 
R.T.O. Recalling frequent newspaper allegations of bachelors 
of science peeling potatoes in army cockhouses, and of 
ex-chefs driving army tanks in the throes of indigestion 
because their lunch has been prepared by a former leather- 
worker, we have wondered what are the qualifications of the 
staffs in such offices. Service needs impose numerous 
journeys which would perplex even a willing student of 
Bradshaw, and the general instruction that routes must 
avoid London where possible involves considerable cross 
ountry complexities. Reports from one who has recently 
visited an R.T.O.’s office to have his warrant endorsed via 
London in the absence of any other practicable route, shows 
that there is no shirking of their duty among the staffs. 
After much ferretting in a timetable battered to a degree that 
did not inspire confidence in its topicality, and long consul- 
tation of a map, it was discovered that the clerk was trying 
to send his client over a line from which the passenger 
service has been withdrawn for many years. However, our 
traveller got his way, and his night in London, which is a 
happier outcome than can always be expected from conflict 
with the clerical side of the Services. 
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Irish Train Services in Wartime 

HE effect of the war on passenger train services in Ireland 
has been very varied. The services of the Northern 
Counties Committee section of the L.M.S.R. have been cur- 
‘ailed and decelerated in much the same degree as those of 
the parent system; the Great Northern Railway, operating 
partly in belligerent Northern Ireland and partly in neutral 
Eire, has done little in the way of either reduction or decele- 
ration; while on the Great Southern Railways, working 
exclusively in Eire, practically no changes occurred until 
July, when with great suddenness, in two instalments sepa- 
cated only by a fortnight, curtailments and reductions were 
made which in their cumulative effect are probably more 
serious even than those of belligerent and enemy-occupied 
countries, the reason given being shortage of coal. Local lines 
were hit even worse than main lines. The busy coastal route 
IRISH PASSENGER TRAIN SERVICES, 1918, 1939, AND 1941 


No. of Fastest Average 
services daily journey time journey time 
§ Dis- = ———- 
Between tance 
Oct. Aug. Aug. Oct. Aug. | Aug. | Oct. | Aug.) Aug. 
1918 1939 1941 1918 1939) 1941 1918 1939) 1941 
Miles hom. hom.) hom. hom. hem. hem. 
Great Southern 
Railways 
Dublin & Cork 165-3 8 8 400 335 405 606 43 533 
Dublin & Galway *128-7 6 6 4 358 350 402 420 404/41! 
Dublin & Limerick ...| 123-6 8 10 8 400 300 330 457 332 420 
Dublin & Waterford 110-3 8 8 6 407 320'325 443) 344) 406 
Great Northern 
Railway 
Dublin & Londonderry, 163-1 6 7 6 415 400 415 532 41 459 
Dublin & Belfast 112-6 8 10 10 230 225 245,253 242'254 
Belfast & Londonderry 100:3 6 8 8 | 300 5 | 235 | 332,306) 311 
Northern Counties 
Committee 
Belfast & Londonderry, +92-8 8 10 10 320 210 225|335'228 253 
Belfast & Portrush ...| [65-2 8 16 12 235 §13;142 249'140' 204 


* To and from Westland Row ; to and from Broadstone, 126-4 miles, in 1918. 
+ Via Greenisland, 95-3 miles, in 1918 

t Via Greenisland, 67-7 miles, in 1918. 

§ By the shortest route. 


IRISH REFRESHMENT CAR SERVICES, 1918, 1939, AND 1941 


Oct., 1918 Aug., 1939 Aug., 1941 
Railway Between 
Rest. *Buffet Rest. |*Buffet | Rest. *Buffer 
cars cars cars cars cars cars 
G.S.R. Dublin —Cork 4 2 
Dublin —Limerick 2 2 
Dublin & S.E. Line + 
Dublin-—-Galway 2 4 
Rosslare—Cork 2 
Maryborough—Water- 4 
ford 
Mullingar —Sligo 2 
Athlone—Westport 2 
G.N.R. Dublin— Belfast 6 4 6 4 4 6 
Belfast —Londonderry 8 8 
Portadown —Cavan 4 4 
N.C.C. Belfast —Londonderry .. 8 8 
Belfast —Portrush , 2 2 2 
Teel... ; 6 4 26 38 4 28 


* Includes Pullman, buffet, and light refreshment cars 


from Dublin to Bray, which normally has 54 daily departures 
from Westland Row and 27 from Harcourt Street, first had 
these reduced to 40 and 21, and then, on July 28, to 23 and 
11 respectively—a total reduction from 81 to 34, and simi- 
larly in the opposite direction. From Westland Row the 
service is entirely suspended from 11 a.m. to 4.15 p.m., and 
after 6.40 p.m., and from Harcourt Street there is a similar 
gap between 10.30 a.m. and 5.5 p.m., so that residents in 
this area who work in Dublin can no longer use the trains 
to get home to lunch. From stations between Sallins and 
Kingsbridge, on the Cork main line, there is no train into the 
city after the 9.21 a.m. from Sallins. 

The first of the accompanying tables reviews the present 
ong-distance train services in [reland in comparison with 


} 
those operating immediately before the war broke out, and 
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those of October, 1918, near the end of the last war, The 
Great Southern worsening, when so represented in tabular 
form, does not appear as bad as might have been expected, 
but further drastic cuts are foreshadowed, even to the ulti- 
mate extent of leaving only one through train over each 
route. For the present, the number of daily trains between 
Dublin and Cork appears unchanged, but over this line it is 
all the intermediate stopping trains that have been with- 
drawn, leaving the through trains to do the station-to-station 
work, and reducing the average journey speed to 29-8 m.p.h. 
Even so, the overall average time is not so slow by 33 min. 
as that of 1918; it represents an increase of 18 per cent. on 
1939 times. The Galway line has lost 33 per cent. of its 
service, but comparison in running times with 1918 must 
take into account the subsequent closing of Broadstone ter- 
minus, and diversion round the North Wall line into West- 
land Row, which has added 10 min. or more to the journey. 
To and from Limerick and Waterford the service now aver- 
ages 224 per cent. less in frequency and 164 per cent. more in 
time than that of 1939. Branch lines have lost, on the 
average, one-third of their trains; and the promising service 
of restaurant, Pullman and light refreshment car facilities 
that had been developed by the G.S.R. all over its system 
to the extent of 30 trains so equipped daily, as shown in the 
second table, has been entirely withdrawn. In the last war 
also the railways comprising the present Great Southern 
group withdrew all their restaurant cars. 

On the Great Northern Railway the Dublin—Londonderry 
and Dublin—Belfast times are affected by the increasing time 
needed for frontier formalities, whereas in 1918 no frontier 
had to be crossed. The Dublin—Belfast service was at its 
zenith in 1932, after the introduction of the Glover 3-cylinder 
4-4-0 compounds, when, even including the frontier stops, 
the journey of 112-6 miles was brought down to an average 
of 2 hr. 274 min., the fastest run to 2 hr. 20 min., and the 
best actual running time, excluding stops, to 2 hr. 2 min. 
Chief factor in increasing the average journey from the 
2 hr. 274 min. of 1932 to the 2 hr. 42 min. of 1939, apart 
from the frontier, was the Irish railway strike, and the 
present war has occasioned a further increase of 12 min., 
making 1918 and 1941 practically equal over this route. But 
the average journey between both Dublin and Belfast and 
Londonderry, now 18 and 5 min. respectively longer than 
in 1939, are both much shorter than in 1918. On the 
Northern Counties Committee lines the comparison with 
1918 is complicated by the subsequent opening of the 
Greenisland loop, shortening the distance and cutting out the 
reversal of the trains at Greenisland, together with the 
accelerations effected under the progressive management of 
Major Malcolm Speir. These two factors explain the remark- 
able reduction in times as between 1918 and 1939—53 per 
cent. in fastest time and 35 per cent. in average time between 
Belfast and Portrush, and 41 and 31 per cent. between 
Belfast and Londonderry. The Belfast—Portrush daily ser- 
vice had been doubled from 1918 to 1939, so that a reduction 
by 25 per cent. in the present war still leaves it far superior 
in both frequency and time to that of 1918, as also the 
Belfast—Londonderry service. In 1918 the Great Northern 
Railway was the only Irish line to continue its restaurant 
and buffet car services without interruption, but both this 
company and the Northern Counties Committee have done so 
to date in the present war. 


U.S.A. Railwaymen’s Wages 


HE constant demands of railway employees in all parts 
of the world for higher wages, and the impression in 
many quarters—no doubt as a result of propaganda by the 
men’s organisations—that railway workers occupy a rela- 
tively unfavourable economic position in industrial organisa- 
tion lend interest to a survey which has been made by our 
American contemporary, the Railway Age. In America the 
Labour leaders are engaged in putting forward the case of 
the railwaymen for higher pay, and, as is usual when a 
programme of this kind is being pressed, a good deal of play 
is being made with statistics. How misleading these may 
prove can be seen from an examination of a statement 
recently made public by the President of the Brotherhood of 
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Locomotive Firemen & Enginemen. Quoting figures from a 
report of the Railroad Retirement Board he commented that 
they showed that less than 25 per cent. of the 1,376,266 rail- 
way workers in 1939 received $2,000* (say £400 at 5 dollars 
to the pound) a year or over; he added that 40 per cent 
were paid under $1,000 (about £200) a year. On the other 
hand the Interstate Commerce Commission in its annual 
report for 1940 gave the total pay for 1939 for Class I railway 
employees as $1,863,334,000, but it gave the average number 
of employees as 987,675, and for this number pay averaged 
the equivalent of about £377. The discrepancy in the num 
bers quoted by the Railroad Retirement Board and by the 
Interstate Commerce Commission arises from the fact that 
the former figure was reached by counting every person whx 
was employed for any length of time during the year. 
Included in that return were 129,927 persons who were paid 
less than £10, and a total of 385,156 who received from 
minimum of less than £10 to a maximum of £120 for all th: 
work they performed during the year. There is, of course 
no hourly or daily rate of pay on a Class I railway in th: 
United States that would result in an employee receiving 
less than £120 for working a full year. Even at the minimum 
of 1s. 6d. an hour fixed for the railways by the Federal 
Government under the Fair Labour Standards Act a man 
would have to work only 200 8-hr. days a year for £120. 

To obtain a fair basis as to the regular pay of engineers 
(or, to use the English term, engine drivers) and fire 
men, the grades with which the union citing the statistics 
is concerned, it is necessary first of all to explain how 
the employees who work the trains are paid, how much 
they are paid, and how much they work for what they ar 
paid. In practice employees in train services are paid on a 
mileage basis. The agreements between the railways and th« 
unions provide for rates of daily pay, but it is important to 
note that a day’s work does not mean the same in railway 
train service as it does in any other kind of industrial employ- 
ment. It means no more than a certain number of stipulated 
hours’ work or of miles run by the train and when the mile- 
age equivalent to a day has been run the employee is entitled 
to a day’s pay; if more miles are run he is entitled to pro- 
portionately more pay even though that mileage may have 
been run in a very much fewer number of hours than is 
normally understood by a day. In passenger train service in 
the United States either ‘‘ 5 hours or less ’’ or ‘‘ 100 miles or 
less ’’ is a day’s work for both engineers and firemen; over- 
time must be paid for either more hours or more miles. 
Assigned runs of passenger engineers and firemen are usually 
in excess of 100 miles, and runs of 150 miles are not extra- 
ordinary. A typical case is that of a driver of a passenger 
locomotive weighing 200,000 to 250,000 lb. on drivers with 
a run of 150 miles; his basic day’s pay is £1 11s. 5d., but 
because his run is 150 miles he gets 14 days’ pay, that is 
£2 7s. 1d. for making it. If then the speed of his train is 
50 m.p.h. he gets £2 7s. 1d. for working only 3 hr., which is 
equal to 15s. 8d. an hr.; if the speed of the train is 60 m.p.h. 
he works only 2} hr. and receives 18s. 10d. an hr. Should 
the train speed be 70 m.p.h., as is now true of some trains, 
he will work for but 2 hr. 8 min. and will receive the 
equivalent of just over £1 an hr. 

In any one month the mileage he can run is limited by 
his union to 4,800 miles, and as his basic pay for a day of 
100 miles is £1 11s. 5d. his earnings are limited to about £70 
a month or say £900 a year. Here again it is necessary to 
point out that if the speed of his train is but 45 m.p.h. he 
gets this amount for working only 107 hr. a month whereas 
if it is 70 m.p.h. he gets it for working 70 hr. a month— 
equal to eight and a half 8-hr. days. In practice many 
locomotive drivers running 40 hr. and 800 miles a month 
receive supplementary allowances equal to about £75 a 
month for from 70 to 120 hours of service. The union, while 
limiting the mileage a man can operate, and thereby limiting 
the amount he can make by working, is demanding an 
advance of 30 per cent. in the basic day’s pay, the effect of 
this would be to increase the monthly earnings to nearly £98. 
The fireman on the same passenger locomotive is at present 
entitled to about £1 3s. 3d. for 100 miles or less and there- 
fore receives £1 14s. 10d. for 150 miles. At a speed of 





* Dollars throughcut have been converted into sterling at the rate of 5 to the 4 
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m.p.h. his pay is 11s. 7d. an hr.; at 70 m.p.h. it is over 


5 

1 an hr. At the basic rate he gets about £55 10s. Od. a 
month for the equivalent of from eight and a half to fourteen 
S-hr. days. The claimed advance of 30 per cent. would 


rease this to £72 a month for the same amount of work. 
In freight service ‘‘ eight hours or less, 100 miles or less ’’ 
the basis of a day’s pay; this assumes a speed of 12} 
p.h., but the average speed of all freight trains in 1940 
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was 16-7 m.p.h. Through freight trains operate at an average 
cf nearer 35 m.p.h. and many regularly average 50 m.p.h. 
A driver on a freight locomotive weighing from 300,000 to 
350,000 lb. on drivers receives £1 15s. for 109 miles or less on 
+hrough freight service and £1 18s. for 100 miles or less in 
local freight service. A fireman on a coalburning locomotive 
cf the same weight gets £1 7s. for 100 miles or less in through 
freight service and £1 8s. in local freight service. 








LETTERS TO 


(The Editor is 


First Class 


Drakewell House, 
Bow Brickhill, 
Bletchley, Bucks. 
September 12 
To THE EpitTor oF THE RaiLtway GAZETTE 

Srr,—The leading article on “‘ First Class,’’ appearing on 

ge 255 of the September 12 issue of THE Rattway GaZETTE 

ould not, in my view, have summed up the position more 

It reflects the experience of everyone who does 

much travelling on the railways nowadays and justly 

knowledges the difficulties with which the railways and 

their ticket inspecting staffs have to contend in present 
circumstances. 

When, as so often happens, several long-distance trains are 
due to leave a terminal station within a relatively short space 
of time, it is impracticable with the present depleted staffs 
to carry out ticket inspection in all cases. My own observa- 
tions have led me to the conclusion that it is on the longer 
distance semi-fast trains that the greatest abuse of first 
class privileges occurs. These trains are only very occasion- 
ally inspected at the starting point, and travellers of the 
more or less regular kind in time get to know this, with the 
result that those holding third class tickets frequently, and 
without any excuse, make straight for the first class compart- 
ments, not even troubling to ascertain what accommodation 
remains in the class for which they have paid. 

On the somewhat rare occasions when ticket inspections 
ure made before a train of this sort leaves, it almost always 
happens that several passengers are caught but, as a ticket 
inspector told me recently, the regular offenders either sense 
that tickets are to be examined on that particular occasion 
or have kept a sharp eye on things, and have noted something 
of the kind is going forward. 

This being so, and seeing that the first class compartments 
represent only 10 per cent. or less of the whole make-up of 
the train, it occurs to me to wonder whether a useful purpose 
might not be served if the guard were to make a ticket 
inspection in the first class after the train had started. 

Yours truly, 
CHAS. S. LAKE 


} 


ynvincingly. 


Drowsy on the Footplate 
London, September 12 


To THE EDITOR OF THE RAILWAY GAZETTE 

Srr,—Your correspondent ‘‘ Hardened Traveller’’ is by no 
means alone in the experience that he relates in your Sep- 
tember 5 issue. Coming into a London terminus on a recent 
Thursday evening, our driver’s contribution to the war effort 
was to blow steam furiously to waste through his safety- 
valves all the way down a long and tempting gradient, 
instead of putting it through his cylinders; the result was 
that at the foot of this incline, where in peacetime 85 m.p.h. 
or so is normal, and in wartime 75 is obligatory when neces- 
sary for the recovery of lost time, we were running with 
steam shut off at a beggarly 58. Up the succeeding gradient, 
which we ought to have carried by impetus at little less than 
a mile-a-minute, we fell to 35 m.p.h., and in consequence 
arrived 14 min. late. As in your editorial columns recently, 
in the matter of time recovery, you have criticised the 
L.N.E.R. and commended the L.M.S.R., it is only fair to 
add that the train concerned was the 6.36 p.m. into St. 


not responsible fi 


yr 


THE EDITOR 


the opinions of « yvves pon lents 


Pancras, on which I have more than once noted similar 
running. You have also within the last few months paid a 
tribute to the G.W.R. management for having definitely laid 
down reduced times to which drivers must work when their 
trains are running late, again with a permitted maximum of 
75 m.p.h., but in my experience little attempt is made by 
engine crews on that railway to conform to this instruction; 
nevertheless, one must confess to some sympathy with the 
enginemen, for the long time spent at stations, as, for 
example, Swindon, is hardly likely to bestir enginemen to 
exert themselves in order to make such losses good. In all 
these matters the constant traveller has the uneasy suspicion 
that the war is not entirely responsible for unpunctuality; 
and in any event, are not the greatly eased working times 
of the war timetables supposed to cover the difficulties of 
operation in wartime? 
VERITAS 


Hither Green 
September 6 
To THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—Re the letter of ‘‘ Hardened Traveller’’ in your 
issue of September 5, in which he says he notes the unfor- 
tunate habit of inattention by some drivers, does he suggest 
that drivers must be drowsy if they do not make up lost 
time? If so, I would like him to try drowsing on an engine 
travelling at 63 m.p.h. I would also like to point out to him 
that there are other things to consider when working a 
train, that he is probably not aware of, such as an engine 
not maintaining steam, priming, and permanent way speed 
restrictions. Also the very important point of economy in 
coal consumption in wartime must not be overlooked; 
instructions to drivers are given from time to time by 
railway companies on this point. \ 
Yours faithfully, 
*“ HARDENED DRIVER 


” 


Bull-Head and Flat-Bottom Track 
Elastic Rail Spike Co. Ltd., 
117, Fenchurch Street, E.C.3 
September 19 

To THE EpITOR oF THE RatLway GAZETTE 
S1r,—We have been very interested to have our attention 
drawn to a summary, in your issue of July 11, of a paper 
read at a Permanent Way Institution meeting by Professor 
E. R. Hondelink. Arising out of a comparison between bull- 
head track and flat-bottom track, Professor Hondelink has 
suggested that, although it is costly, bull-head track possesses 
the advantage of comprising few parts of simple construction. 
It would certainly appear that Professor Hondelink has 
not so far become acquainted with the elastic rail spike as a 
fastening for flat-bottom rail. This spike secures the base- 
plate as well as the rail, and when it is used the number of 
track components is very much less than is required in bull- 
head track or in any other type of flat-bottom rail track 
suitable for heavy fast traffic. Thus, if, as mentioned by 
Professor Hondelink, simplicity is the guiding principle in the 
selection of type of track, the advantage is undoubtedly with 
flat-bottom rail provided the Elastic Rail Spike is the fastening. 

Yours faithfully, 
L. N. RAWES, 
Managing Director 
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THE SCRAP HEAP 


In some cases the minimum bus fares 
have been increased to discourage people 
using buses for short journeys, and the 
revolutionary step has been taken of 
abolishing the halfpenny fare in Aber- 
deen (Laughter.)—Colonel Liewellin, 
Parliamentary Secretary, Ministry of War 
T'vansport, in a debate in the 
Commons on September 11 on war 

vkers’ transport. 


* * x 


On September 21, as recorded in 
THE RAILWAY GAZETTE of September 19, 
the world-famous London to Brighton 
main line reached its centenary. The 
engineer responsible for the construc 
tional work was John Urpeth Rastrick, 
and to him the credit is due for the 
\lerstham, Balcombe, Haywards Heath, 
Clayton, and Patcham tunnels, and also 
the famous Ouse Valley viaduct. This 
structure, built with no less than 
11,000,000 bricks, has 37 semi-circular 
arches each of 30 ft. span with a total 
length of 1,475 ft. 


* * * 


Elsie and Doris Waters have recently 
made a film, at Welwyn film studios, 
called ‘‘ Gert and Daisy’s Week-End,”’ 
one scene in which is a London tube 


station during an air raid. Among 
the properties, which were provided 
by London Transport, were actual 


sleepers’ bunks, indication signs, correct 
train and signal lights, and the latest 
posters and public notices. No pains 
were spared to convey the atmosphere 
of a wartime scene which has been 
experienced by many thousands of 


House rf 


Londoners. The accompanying photo- 
graph shows Elsie and Doris Waters 
during a musical interlude in the tube 
station. 

* * * 


RAILWAYS ASKED FOR FREE TRAVEL 
FOR SNAKES 

An appeal to the South African Rail- 
ways to carry live snakes free of charge 
has been made by a farmers’ association, 
reports Reuters. They point out that if 
properly boxed the snakes are no more 
dangerous in transit than white mice. 

* + * 


THYSSEN EXECUTED, SAYS MOSCOW 

Moscow radio quoted German sources 
in Stockholm for a report that the 
Gestapo had executed the well-known 
industrialist, Fritz Thyssen, on a charge 
of planning an anti-Fascist military 
coup while 26 army officers associated 
with him were also stated to have been 
executed. 

* * * 


PERSONAL SERVANTS’ TICKETS IN 
INDIA 

In India, Indian servants accompany- 
ing first and second class passengers are 
accommodated in special third class 
compartments in the same bogie vehicles 
as their masters, and are issued with 
distinctive servants’ tickets. One of 
these we are enabled to illustrate by the 
courtesy of Mr. C. I. Addis. Incident- 
ally it gives some idea of the great dis- 
tances travelled in that sub-continent at 
moderate fares. The distance from 
Peshawar Cantonment to Bombay Cen- 
tral is exactly 1,450 miles, and the fare 





Elsie and Doris Waters during the making of a film, one scene of which is set 
in a London tube station during an air raid 
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is equivalent to {1 16s. 10d., or 0°3d. a 
mile, by the fastest trains, such as the 
Frontier mail in this instance. In 
India all stations are known to all rail- 








way staffs by their code initials. On 
this ticket may be seen P S C (Peshawar 
Cantonment) to BCT (Bombay Cen 
tral), three prominent letters in each 
word or words usually being selected so 
long as the same initials are not alread, 
in use to denote some other station or 
signal box. 
x * x 
TRAFFIC IN ARMY RAIL TICKETS 

An illegal traffic in railway tickets 
issued to soldiers for free travel was 
mentioned at an Aldershot court- 
martial recently arising from the disap- 
pearance of a number of railway tickets 
from a regimental office. 


” * * 


When peace returns, London’s under- 
ground may be able to extract new 
revenue from war necessities. Some of 
those who have been using the tubes as 
dormitories will not easily give up their 
bunks when air raids are no more. 
Assured of a sufficient demand, it might 
be worth while to continue to reserve 
places. If the charge was moderate, 
those people who can never get up in 
time to catch their trains in the morning 
might accept with eagerness the chance 
to step straight from bunk into train. 
People of modest means, up from the 
country and nervous about hotels and 
the dangers of the streets at night, could 
descend from terminus to tube and 
thence start out on their exploration or 
business, returning at night. If the 
present plan of shopping arcades in tube 
stations were extended a little the rail- 
ways would be able to advertise ‘‘ Travel 
Underground — Sleep Underground — 
Shop Underground.”’—From ‘‘ The Man- 
chester Guardian.” 

* . * 


‘* TERMINUS 

* There is a limit to the endurance 
of a woman’s nagging tongue; I had 
reached the limit,” an engine-driver 
told the magistrate at Leicester, when 
he was summoned for assaulting his 
wife. He was bound over for 12 
months.—From the ‘“‘ Evening Standard.”’ 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 
State Railway Results in 1940 
The financial results of the State 
Railways during the year 1940, despite 
the enhanced cost of all classes of 
materials—some of which were now 
ery difficult to obtain—due to the 
var, showed a surplus which was the 
highest on record. The figures as com- 
pared with 1939 were as follow : 


1939 1940 


Uruguay (96 km.). The preamble to 
the Bill embodying the details of the 
scheme states that, owing to the defec- 
tive drainage system of the zone served 
by the Concordia branch, which has been 
aggravated by the clay soil, railway 
working over this branch has alwavs 
been attended by difficulties, which were 
made worse by the prolonged and 
abnormal rainfall during the winter of 
1940. 


Increase 
or decrease 


Gross receipts $100,468.75! $104,204,606 $3,735,855 
Working expenses $82,850,182 $86,291,608 $3,441,426 
Net receipts $17,618,569 $17,912,998 $294,430 
Passengers carried 9,250,296 9,696,020 445,724 
Passenger receiots $13,320,345 $14,423,725 $1,103,380 
Goods carried (t- ns) 7,600,657 6,678,330 — 922,327 


The report states, however, that the 
figures of the actual tonnage carried 
are not an exact indication of the total 
volume of goods traffic, as despite the 
diminution registered in the tonnage 
transported, the tons-km. were 6 per 
cent. higher than in 1939. 

During 1940 suburban passenger 
traffic between Buenos Aires and Del 
Viso showed a substantial improvement, 
3,431,164 passengers being carried over 
this section, as compared with 3,008,385 
in 1939, while the corresponding receipts 
rose from $606,949 to $690,455, thus, 
the increase both in the number of 
passengers and the receipts amounted to, 
approximately, 14 per cent. 


Diesel Traction 

Of the 12,500 km. comprising the 
State Railways system, 4,532 km., or 
over 36 per cent., are now served by 
diesel units; the number of railcars 
in daily operation over the different 
lines on December 31, 1940, was 105. 
During 1940 the number of passengers 
carried by the three-car diesel sets 
between Buenos Aires and Rosario was 
104,348, as compared with 89,075 in 
1939, an increase of 15,273, or, approxi- 
mately, 17 per cent. 


State Railway Repairs and 
Renewals 

The Argentine Ministry of Public 
Works has submitted a Bill to Congress, 
providing for the expenditure of some 
12,000,000 pesos on repairs and renewals 
to the State railway lines in the Pro- 
vinces of Entre Rios and Corrientes. It 
is proposed to obtain the necessary funds 
by the issue of Credito Argentino Interno 
bonds, the debt services on which would 
be for the account of the State Railways 
administration. The total length of 
the State railway lines in these pro- 
vinces is 655 km., and the lines included 
in the projected renewals comprise the 
main trunk line, 413 km. long, connect- 
ing Puerto Diamante on the Parana 
River and Curuzu-Cuatia in the Province 
of Corrientes, and the branch line from 
Federal to Concordia on the River 


C.A.R. Diesel Train on Fire 

A diesel train belonging to the 
Central Argentine Railway was partly 
destroyed by fire on June 18. The 
train was en route from Zarate to 
Buenos Aires, and when running be- 
tween Rio Lujan and Otamendi 
stations, flames were seen to be issuing 
from the underframe of one of the 
coaches. The train was immediately 
stopped and the passengers alighted. 
Before the local fire brigade could pre- 
vent the blaze from spreading, con- 
siderable damage was caused to the 
other coaches, and traffic on both the 
up and down lines was interrupted for 
some hours. Although the train was 
full, there were no injuries. The cause 
of the fire is unknown. 


SPAIN 


Nationalisation 
The broad-gauge railways taken over 
by the State under the Law of January 
24, 1941, have been grouped into three 
zones, the Northern, the Madrid-Zara- 
goza-Alicante, and the Western-Anda- 
luces, corresponding roughly to the 
systems owned until now by the three 
principal companies. The lines of the 
smaller companies taken over have 
been included in the three zones as 
follow : 
NORTHERN 
Verina-Abofa (Carrefio) 
*Lérida-Balaguer 
Silla-Cullera 


Valencia-Aragon 
Santander-Mediterraneo 


Zafra-Huelva 


M.Z.A. 


Zafra-Portugal 
*Huelva-Ayamonte 
Villacafias-Quintanar 
Cinco Casas-Tomelloso 
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km., or 8} miles), although of broad 
gauge, have not been included in the 
system, nor have any of the Madrid 
and Barcelona underground railways. 
The Lorca-Baza-Aguilas line was the 
property of the Great Southern of Spain 
Railway Co. Ltd., and the Zafra- 
Huelva and Santander-Mediterraneo 
Railways were both controlled by British 
interests, although the companies were 
incorporated in Spain. No definite 
information is yet forthcoming as to the 
amount and form of the annuities to be 
paid to the companies as compensation 
under the Law. 


HUNGARY 


Electrification Proposals 


To economise in coal consumption 
and utilise existing power facilities, a 
plan has been set on foot in Hungary 
to electrify the various local railways 
radiating from Budapest, to the extent 
of 100 route miles. Completion of con- 
version by the end of 1943 is envisaged 
at the moment. Orders for fast motor- 
coaches have been placed with Ganz 
and the Hungarian Siemens-Schiickert- 
werke (one motor-coach each), for ser- 
vice on the 15-kV single-phase Buda- 
pest—Hegyeshalom main line, and a 
new type of electric locomotive is 
proposed. 


SOUTH AFRICA 


Electrification Works 


The new equipment erected for the 
electrification of additional tracks at 
Olifantsfontein is now being got ready 
for opening to traffic on July 6. 

Electrification work in connection 
with the quadrupling of the line between 
Langlaagte and Nancefield, including 
major alterations to the wiring and 
steelwork at Canada and Orlando, is 
well advanced, and the cleaning up of 
the new equipment at Krugersdorp is 
nearing completion. 

Good progress has been made in the 
fabrication of the steelwork and casting 
of the foundations between Foxhill 
and Manderston, in connection with the 
rebuilding of the 88,000-V. transmission 
line between Pietermaritzburg and 
Cato Ridge. 

The replacement of existing cross 
catenaries by bridge booms in Congella 
yard is well in hand, though erection of 

WESTERN-ANDALUCES 
Villaluenga-Villaseca 


Guadix-Baza 
*Sevilla-Carmona 


*Puebla de Hijar-Bot 


Torralba-Soria 
*Murcia-Caravaca 


Alcantarilla-Lorca 
Lorca-Baza-Aguilas 


The lines marked with an asterisk already belonged to the State. 


The inclusion of the smaller railways will bring 


the route-mileage of the National system up to the following totals : 


Northern Zone 
M.Z.A. Zone ... nae 
Western-Andaluces Zone 


Total broad-gauge mileage... 


The Bilbao-Portugalete Railway (17 
km., or 10} miles) with the San Julian 
de Musques-Desierto (Triano) line (14 


4,724 km. (2,935 miles) 
4,324 (2,687 ,, 

3,336 (2,073 ,,  ) 
12,384 (7,695 ., ) 


the new steelwork is held up due to the 
track being too heavily occupied to allow 
of the wires being de-energise? 
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THE RAILWAY JUNCTION SCHEME AT GENEVA 


Work on a connecting line between the French and Swiss railways at Geneva, 
delayed by the wars of 1871-2 and 1914-9 has been begun in the present war 


HE inauguration by the Swiss Federal Railways, in 
January of this year, of work on the scheme for 
linking the main Cornavin station at Geneva with the 

Eaux Vives terminus of the French system, on the other 
side of the Rhdéne, brings to a head proposals which have 
been under way for more than 70 years. The line from 
Lyons to Geneva, via Culoz and Bellegarde, was opened in 
1858, as well as that from Geneva to Lausanne. Eleven 
vears later a convention was signed between the Swiss Con- 
federation and the French Government of Napoleon III 
whereby the latter, in consideration of certain Swiss customs 
advantages to be granted to the French inhabitants of certain 
zones immediately to the south of Geneva, agreed to con- 
struct a line from Annecy to Annemasse; this convention, 
dated November 24, 1869, was followed by a declaration of 
the Grand Council of Geneva, on February 9, 1870, that a 
line would be built from Annemasse into Geneva and con- 
tinued across the Rhéne to link up with the Cornavin line. 
Immediately afterwards, the Franco-German war of 1870- 
1871 broke out, and on its conclusion the French Republic 
refused to recognise the convention entered into by the 
previous Government, and, furthermore, on March 24, 1874, 
decided to build a line from Collonges, near Bellegarde, to 
Annemasse which would skirt the south of Geneva and avoid 
Swiss territory altogether. Still pursuing the original idea, 
however, the Canton of Geneva, on June 22, 1877, obtained 
from the Confederation a concession to construct a railway 
from the Cornavin station across the Rhéne and via Caronge 
and Chéne to the French frontier with a branch from 
Chéne to Les Vollandes, which is the site of the present 
Eaux-Vives terminus. On June 14, 1881, an arrangement 
was made between Switzerland and France for a line from 
Annemasse into Eaux-Vives, which was completed in 1888; 
but meantime nothing had been done to make a start on 
the continuation scheme to link this terminus with Cornavin. 

Construction of the link, which was bound to be a costly 
task in view of the tunnelling and bridging needed, was 
now put in the background by other railway considerations 
affecting Geneva. One, raised in 1892-1893, was a plan for 
the redemption by the Canton of Geneva of Cornavin station 
and the Bellegarde line from there to the French frontier at 
La Plaine. A second, prompted by the approaching com- 
pletion of the Simplon tunnel, was a grandiose scheme to put 
Geneva on a through main line from Paris to Milan, by 
means of a tunnel under the Col de la Faucille, connecting 
Lons-le Saulnier with Geneva. Such a route would have 
shortened the distance from Paris to Geneva, but to 
Lausanne and beyond would have been longer than the Val- 
lorbe route. By Article 13 of the convention of June 18, 
1909, between Switzerland and France, Switzerland under- 
took to construct the Cornavin—Eaux-Vives link as soon as 
the Faucille tunnel line was complete. But it was agreed 
between the Canton of Geneva and the Swiss Confederation 
that the link should not be made dependent on the Faucille 
tunnel scheme, and that, in view of the importance of the 
former, the canton, the Government, and the Swiss Federal 
Railways would bear equal shares in the cost of connecting 
’ Cornavin with Eaux-Vives. It may be added that included 
in the Faucille plan was an elaborate new station to replace 
Cornavin, situated to the north-west of the latter at Beaulieu. 
The line from here to Eaux-Vives was to branch from the 
Bellegarde line near the Chatelaine cemetery, and after cross- 
ing the Rhéne was to have passenger and goods stations at 
Plainpalais and Carouge before reaching Eaux-Vives. In 
the choice of route the Swiss Federal Railways, which would 
have preferred a shorter and less expensive line, were bound 
by the 1911 decision of the Council of Geneva. 

The location had, in its turn, been confirmed by the 
bequest of a wealthy citizen of Geneva, named Butin, who 
executed a will leaving a million Swiss francs to the city 
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for the purpose of constructing a road bridge across the 
Rhéne to connect the suburbs of St. Georges and Aire, well 
to the west of Geneva. As the location of this bridge was 
comparatively near that decided for the railway, the city con- 
ceived the plan of combining road and rail crossings in a 
double-deck bridge, with the road on the upper level, and the 
railway on the lower. A condition made by Butin was that 
the bridge should be completed not more than five years 
after his death, which took place in May, 1913, and to secure 
the bequest it was therefore necessary for the bridge to be 
finished by the spring of 1918. The works were begun in 
1916, but unexpected difficulties, and not least the condi- 
tions arising out of the world war of 1914-18, delayed the 
completion and increased the cost. 

Before the Butin bridge had been completed, however, the 
Faucille tunnel scheme had fallen through, and with it the 
proposal for a new station at Beaulieu, the decision being 
reached instead to enlarge and improve Cornavin, which 
has since been done. This caused the Swiss Federal Railways 
once again to study the Ody plan for a shorter link between 
Cornavin and Eaux-Vives, and the latter offered such advan- 
tages in the matter of cost, that the previous decision to use 
the lower floor of the Butin bridge was abandoned, and the 
shorter route was finally decided on. This leaves the Belle- 
garde line 1-3 km. (0-8 mile) west of Cornavin station, and 
curving sharply southward under the suburb of St. Jean 
by a tunnel 210 m. (230 yd.) long, crosses the Rhéne imme 
diately below the famous ‘‘ Junction ’’ of the Rhéne and 
the Arve, where the blue water of the former and the silt- 
laden glacial water of the latter, white in colour, flow side 
by side and unmixed for some distance. This bridge will be 
190 m. (208 yd.) long. Immediately beyond, the line will 
enter a second tunnel, 1,052 m. (1,150 yd.) long, under the 
La Batie wood, and will reach the open valley of La Praille, 
where a goods station is to be established. This is as far as 
the project is to be carried for the present. The full scheme 
involves the boring of two further tunnels, each about } mile 
in length, and the bridging of the Arve at Carouge, to com- 
plete a double line 4-5 km. (2-8 miles) long, which will enter 
Eaux-Vives from the terminal end, and make an end-on 
junction with the line to Annemasse. The Grand Council of 
Geneva has voted a credit of four million Swiss francs, and 
by agreement between the Swiss Confederation, the Canton 
of Geneva, and the Swiss Federal Railways, the work, which 
is now in progress, is being carried out by the last-named. 
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SOVIET TRAFFIC AND ROLLING STOCK 


A commentary 


inland waterways which come out of the U.S.S.R. is 

as a rule so difficult for outsiders to follow that one is 
hary of making any great use of the figures. For this 
reason the author limited himself to new construction in his 
irticle on the U.S.S.R. railways published in the August 1 
issue of THE RatLway GazeTTE, and steered clear of the 
mass of available figures on axle-km., ton-km., traffic 
density, rolling stock numbers, and so on, But the extracts 
from the American magazine Fortune, published at p. 198 
of the August 22 issue of THe RatLway GAZETTE, make 
desirable a brief commentary on some of the above details, 
and on the conclusions drawn. 

In the first place it is not true to say that relatively no 
attack was made on the transport problem until 1935. The 
first part of a transport problem is to build new lines where 
they are needed, and the pre-1935 period saw the comple- 
tion of many important lines, e.g. Bielopol—Starodub— 
Orsha—Polotsk ; Kazan—Sverdlovsk; Arzamas—Kanash ; 
Troitsk—Kartali—Orsk—Chkalov ; Sverdlovsk—Kurgan ; 
Turksib; and Novosbirsk—Leninsk Kuznetzky; and the 
Moscow—Donbass line was nearing completion. 

It is true that considerable improvement has been shown 
in the few years since 1935, but much of this has been due 
to the opening up of new mineral and industrial districts 
which have appreciably altered some of the transport require- 
ments. It has always been part of the U.S.S.R. railway 
policy that the hauls should be as short as possible, in 
contradistinction to private railway policy, which favours 
long hauls as bringing in more revenue. The enormous dis- 
tances separating one mineral area from another, e.g. the 
Kussbass coking coal area and the Ural mineral beds, made 
really short hauls impossible. 

The decentralisation by means of which Fortune suggested 
that railway congestion was now being attacked has been 
part of the railway policy for seven years. Between 1929 and 
1932 the number of railway administrations in the U.S.S.R. 
was cut down from 27 to 23, but with the advent of L. M. 
Kaganovitch to the Commissariat of Transport eight years 
igo this policy of centralisation was reversed, until by the 
beginning of 1939 there were 40 different administrations, 
and by the end of that year 43. Each of these systems was 
operated as a separate railway, reporting to the commis- 
sariat, and the list comprised the following: Amur, Askabad, 
White Russian, Dalnevostotska, North and South Donetz, 
Dzerjinski, Gorkovsk, Yaroslavl, Kaganovitch, Kalininsk, 
Kazan, Kirov, Krasnoyarsk, Kuibyshev, Leninsk, Molotov, 
Moscow—Donbass, Moscow—Kiev, Moscow Ring, Northern, 
Odessa, October, Omsk, Ordzhonikidze, Orenburg (Chkalov), 
East Siberian, Pensinsk, Perm, Primorsk, Ryazan, Ural, 
Sakavkask, Stalingrad, Stalinsk, Southern, South-Eastern, 
South Ural, South-Western, Tashkent, Tomsk, Turksib, 
Western, and Voroshilov. 

The figures given by Fortune for traffic density tend to 
be misleading in that they infer a high density pretty well 
all over the U.S.S.R. railway system. It is probable that 
many lines carry very little more traffic than in Czarist days. 
On the other hand, the important industrial lines such as the 
Kussbass, Leninsk, Kuznetzky—Novosibirsk, Novosibirsk— 
Cheliabinsk, Urals, Donbass network, and Moscow—Donbass 
carry an enormous traffic, but they are well-laid lines, well 
stocked with motive power and high-capacity freight stock, 
and having up-to-date automatic block signalling. On these 
lines the rolling stock is of modern air-braked type, hauled 
by the newest and most powerful locomotives, and with 
standards of maintenance far above what would be the 
average taking the European and Asiatic lines of the U.S.S.R. 
as a whole. On such lines breakdowns and traffic delays are 
more infrequent than might be supposed as a result of trying 
to view U.S.S.R. figures as a whole, for the stock, power, 
and equipment are capable of dealing with intense traffic, 
whereas in other parts of the Union they are not. 


: varied and wide range of statistics on railways and 





by Brian Reed 


Just what number of locomotives is owned by the 
U.S.S.R. Commissariat of Transport is very difficult to say. 
Totals are given for the number built each year, and from 
these it would seem that the aggregate in the U.S.S.R. 
proper at the end of 1939 was about 26,000 compared with 
the 25,000 given by Fortune. But this figure, as presumably 
also that given by Fortune, does not include locomotives 
scrapped during the last seven years, of which there must 
have been a considerable number. A total of about 22,500 
locomotives owned at the present time seems as much as 
can be allowed, and even this is probably an over-statement. 
Fortune states that 20 per cent. of the locomotives are 
always under repair, and that more or less accords with 
what little information the author has on this subject, which 
means that not more than 18,000 locomotives are available 
for traffic at any time. 

Similar doubt exists as to the exact number of freight 
cars. Fortune gives a total of approximately 800,000, but 
the present writer has a report that by the beginning of 
1940 there were 850,000 freight cars. On the other hand, 
it is known that at the end of 1937 there were between 
645,000 and 650,000 cars, of which 25,500 were tank wagons, 
and it would seem that an increase of 200,000 cars in two 
years or a little more is too optimistic a statement, even 
allowing for the redoubled efforts of the Soviet factories. 
Here again the question of scrapped vehicles must be con- 
sidered, because as a rule the figures are obtained by taking 
the number of vehicles existing in 1933 or 1934 and adding 
each year’s construction. But no figures are ever given as to 
the numbers dismantled, and, in view of the intensive user, 
the scrapping totals are not likely to be small. 

Finally, it should be re-emphasised that though the 
increase in the number of locomotives since pre-Soviet days, 
and the increase in the number of freight vehicles, is small 
compared with increase in traffic as expressed in tonne-km., 
the great traffic increases have all been in certain well-defined 
industrial areas, where heavy specialised trains made 
up of high-capacity wagons hauled by powerful locomotives 
are the rule, and where full advantage can be taken of the 
increased tractive power and freight capacity of the newest 
stock. These points are not put forward to show that a 
poor standard of maintenance and running, and gross over- 
loading, are not common in the U.S.S.R., but to emphasise 
that such characteristics are to be found more on the secon- 
dary lines and on some of the main lines, but not to anything 
like such a degree on the strategical and first-class industrial 
routes. 








ELECTRIC AND STEAM LOCOMOTIVE PERFORMANCE.—One 
of the incidental advantages of railway electrification is 
the much better control, and much better idea, of traffic 
movement which can be obtained, because the performance 
of electric locomotives and motor-coaches is amenable to 
calculations which are almost exactly reproduced when the 
unit is in traffic. The steam locomotive, for example, has no 
definite power rating; indeed h.p. on any sort of “‘ rating ’’ 
basis has no particular meaning in steam locomotive par- 
lance. It is true that its probable traffic performance can 
often be judged fairly well, but its capabilities in service 
vary widely, depending upon the mechanical condition of 
the engine, theeskill of the driver, the state of the fire, and 
the coal used. The last two variables do not enter at all 
into electric locomotive calculations, and the first applies 
only to a very limited degree, because the whole of the 
mechanical and electrical equipment of electric locomotives 
can be easily inspected and adjusted, and by its nature is not 
so liable to defects which would appreciably affect the per- 
formance of the locomotive, or seriously decrease the 
availability. 
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THE RAILWAYS OF SLOVAKIA 


A brief survey of the system 


FTER the cession of Sudetenland to Germany in 
A October, 1938, the former State of Czechoslovakia 
divided itself into three autonomous provinces, of 
which one was Slovakia. Hungary thereupon annexed a strip 
of territory along the southern border of Slovakia. Until 
March, 1939, when Germany proclaimed a protectorate over 
Bohemia and Moravia, the Slovak railways formed an im- 
portant part of the Czechoslovak State system. Ruthenia 
was then incorporated in Hungary, but Slovakia, less a narrow 
strip of territory along its Ruthenian frontier ceded to Hungary, 
remained as a separate country closely allied with Germany. 
In the middle of 1939 the route length of the Slovak State 
Railways totalled 2,265 km. (1,407 miles), but, under an 
agreement signed in Berlin on November 21, 1939, after the 
German occupation of Western Poland, Germany agreed to 
restore to Slovakia its portion of the coal-producing and 
industrial area in Silesia, around Teschen, which Poland had 
taken from Czechoslovakia in 1938, after the Munich agree- 
ment. This further change, and the addition of newly-built 
lines, have brought the total route-mileage of the Slovak State 
Railways up to 2,545 km (1,583 miles). Slovakia still has 
31 private railways, most of which are already Government- 
operated, and some of which are scheduled for nationalisation 
in the near future, and the grand total of railways in the country 
is approximately 2,808 km (1,745 miles). There are some 
650 stations and halts, and about 20,000 railway employees. 

Che rolling stock of the former Czechoslovak system has 
been divided between the lines in the Protectorate of Bohemia 
& Moravia and those in Slovakia ; a white rectangle is painted 
on the former and a white triangle on the latter, in addition 
to existing lettering CSD. These letters are gradually being 
altered on the Slovak wagons to SZ, standing for Slovenske 
Zeleznice (Slovak Railways). The railway system is managed 
by the Ministry of Public Works with headquarters in Bratis- 
lava (Pressburg). The main lines are of great importance to 
the economic life of central and south-east Europe, serving 
not only to connect the Silesian coal and industrial region 
with the Danube Valley, but also providing part of a direct 
connection for the south-eastern States with the Baltic and 
North The completion of the Oder and Danube canal 
will further increase the importance of the Slovak railways and 
canals and the inland port of Bratislava. 

On February 1, 1940, separate rates and charges were intro- 
duced on the Slovak State Railways, in supersession of the 
previous tariffs common to the whole of Czechoslovakia—a 
course rendered necessary by the varying value of the cur- 
rencies of the Protectorate and Slovakia—but have subse- 
quently been decided by agreement. At the same time, 
Slovakia applied to the Swiss authorities for admission to the 
international regulations and agreements of November, 1933, 
concerning passenger, goods, and parcels traffic, and this was 
subsequently granted automatically, after notification to the 
other States concerned, no objection having been received 
from more than two of them within six months. 


Sea. 


Territorial Changes Result in Rolling Stock 
Shortage and New Railways 


The two most important results of the 1939 political and 
territorial changes were (a) the unofficial subservience of 
Slovakia to Germany, including heavy demands upon the 
Slovak railways for rolling stock for the requirements of the 
Nazis and consequent shortage in Slovakia; and (b) a re- 
orientation of the flow of traffic, necessitatin’ the building of 
new lines and improvements on existing ones. To overcome 
the shortage (a) and despite the difficulty of securing new 
stock, 14 locomotives and 10 diesel railcars were acquired in 
1939, and 6 locomotives were delivered by the Vienna Loco- 
motive Works in December, 1940. A further 21 were to be 
ordered and 10 were due for delivery in 1941, and 6 large 
goods engines in 1942. Wagon orders totalled 180 in 1940 
and 560 in 1941, according to programme. 


since it became autonomous 


Turning to (b) we find that construction is well under way 
on the 52-km. (314-mile) cross connection between Presoy 
Vranov, and Straszke, in the extreme east of the country, 
connecting three north-and-south branches from the mai: 
line north and east of KoSice. Work has also begun o1 
two somewhat similar lines in the Plesivec district a littl 
further west, namely (1) the Tisovec-Revuca and (2) th 
extension northwards of the Plesivec-Slavosovce branch t 
meet the comparatively recently-completed Banska Bystrica 
Margecany east-and-west line at some as yet unspecifie 
point. Extension (1) will connect the Plesivec-Revuca 
Muran branch with the Feled-Brezno north-south chord lin: 

As recently as June last it was announced that the following 
new lines were to be built to suit the present flow of traffic 
(1) Podolinec-Orlov-Bardejov, (2) P.S. Mikulas-Jablonica 
(3) Brezova-Myjava, and (4) Brezno-Kralova Lehota. 

(1) links Orlov—near the frontier on the Kosice-Poland 
line—with Podolinec to the west and Bardejov to the east 
being a projected line parallel to the Polish frontier. 

(2) and (3) together give a new direct route from Bratisla\ 
to Myjava, near the Moldavian border, and an alternative 
route from the capital to Nove Mesto nad Vahoma, on the mai 
line to Zilina. 

(4) will, with the Brezno-Feled existing line, form a 
valuable north-and-south chord connecting the Zilina-Kosice 
main line with the Zvolen-Banska Bystrica-Margecany central 
lateral, at Brezno, and with the southern lateral line from the 
capital to Plesivec. 

The Banska Bystrica-Dolna Strubna Line 

Though not strictly in this category owing to its earlier 
inception, the important and costly Harmanec-Dolna Strubna 
final link in the Banska Bystrica-Harmanec-Korytnicekup 
Ruzomberok chord line was completed in December, 1940 
Its completion was, however, hastened by pressure of German 
influence resulting from the political changes. Begun in 
September, 1936, this construction, though under 30 miles in 
length, has taken time owing to the great difficulties en 
countered. The alignment crosses the Tatra mountains, 
involving considerable rise and fall, 22 tunnels—aggregating 
eight miles in length and varying individually from 45 to 
5,128 yd.—and over 100 viaducts, bridges, and culverts. The 
Germans considered this line to be of great importance, and 
at one time, it is stated, there were 18,000 men employed upon 
its construction, inclusive of over 5,000 on tunnelling ; the cost 
is said to be 445,000,000 crowns or about £3,346,000. 

This single line links up two earlier-completed branch lines 
Banska Bystrica-Harmanec—taking off the Zvolen-Marge- 
cany-Kosice line—and Ruzomberok-Korytnicekup, a_ line 
recently converted from narrow gauge; Ruzomberok is a 
junction on the Bohumin-KoSice main line. It not only 
improves inter-provincial communications between north 
and south, but when a projected extension northwards is 
built from Ruzomberok to Dolniz Kubin—between Vrutky 
and the frontier at Sucha Hora, on the main Bratislava- 
Tarnow (Poland) line—it will also give direct communication 
between Budapest and Tarnow in Poland and an alternative 
route from Budapest to Kracow. Though only 15 miles long, 
the extension to Dolniz Kubin will take some time to build 
as it, too, crosses difficult mountainous country. 


Recent Open Line Improvements 


The re-orientation of traffic flow resultant from political 
changes has also necessitated widespread improvements in 
existing lines. The doubling of four sections of main line- 
Strecno- Vrutky, Hybe-Vychodna, Vazec-Struba, and 
Batisovce-Poprad—has already been completed at a cost of 
about £2,000,000, and further doubling is also in hand between 
Racistorf and Leopoldov (354 miles) and Zilina and Spisska 
Nova Ves (18 miles). A realignment between Polhora and 
Tisovec (on the Brezno-Feled section) is also at present in 
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hand, to eliminate the rack section on the existing line.. The 
formation of the Zbehy-Leopoldov, Zvolen-Banska Bystrica, 
and Presov-Kapusany standard gauge and the Hronska 
Breznica-Banska Stiavnica narrow gauge sections has also 
been improved. In addition, about £265,000 were spent in 
1940 upon the remodelling of stations, including Bratislava 
(the capital), Zvolen, and Banska Bystrica; moreover, 
new repair shops have been built at Vrutka at a cost of 
some £200,000. The maintenance charges of the 1,583 miles 
of line comprising the Slovak State system is reported to 
have amounted to between {1,000,000 and £1,200,000 in the 
years 1939 and 1940. 


The Bohumin (Oderberg)-Kosice (Kassa) Railway 


The standard-gauge line from Bohumin (Oderberg) to 
Kosice (Kassa or Kaschan), 2774 miles in length, is reputed to 
be of great stategic value to any Power dominating Central 
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and Danubian Europe, as it enables troops to be transferred 
quickly along inner lines of communication. Yet it is a 
privately-owned line and until 1918 was partly in Austrian 
and partly in Hungarian territory. Thereafter it was 
entirely ig Czechoslovakia until 1938, when the western 
Bohumin-Cadca section (the old Austrian portion) came under 
Polish control and this section is now in German Poland ; it 
is 39 miles in length. As Kosice is in the belt of country ceded 
by Slovakia to Hungary, the eastern 74 miles into that junction 
are in Hungarian territory, but the central 231 miles are still 
in Slovakia. Arrangements are now in train for the State 
Railways of the three countries concerned to take over shares 
in the company proportionate to the sections of line in their 
respective territories. The company’s share capital, Czecho- 
slovak Kr. 45,280,000, is to be apportioned as follows: 60 per 
cent. to Slovakia, 15 per cent. to Hungary, and 25 per cent. 
to Germany. 








COPING WITH DEVELOPMENT ON A SOUTH AFRICAN BRANCH LINE 


Greatly increased traffic on the Johannesburg— Mafeking 
railway link between the Rand and Rhodesia, is now 


successfully handled by 


HE South African Railways system is remarkable for 
My the large number of branch lines built originally 
for pioneering purposes, but subsequently developing 
heavy traffic. There are some 80 or 90 such branches, many 
of which traverse difficult country. The weight of rail used is 
mainly 45-lb. and 60-lb., and this, together with heavy grades 
and sharp curvature, has given rise to serious problems in 
operation as traffic grew. These branches are, of course, 
nearly all single line, and with the limited axle loads 
permitted on such light rails, the design of suitable loco- 
motives has called for great skill. There have been what it 
is perhaps not unfair to describe as periodical crises in con- 
nection with certain of these South African branch lines, as, 
for example, when the traffic on the Johannesburg—Mafeking 
line grew to such dimensions that it was considered impera- 
tive immediately to undertake extensive relaying with 80-lb. 
rail, together with realignment and regrading in the more 
tortuous sections, to double, or to find some other remedy, 
Eventually it was decided that a large-scale programme of 
this sort would not bring about a quick enough solution of 
the problem, so the more extended use of articulated 
locomotives, which could develop the necessary power on 
axle loads within the maximum rail loading, was the 
alternative which was adopted, although relaying with 80-lb. 
rails is being undertaken on a long-range programme. 

The line from Johannesburg to Mafeking has become 
virtually a main traffic artery, dealing with all the Rand— 
Rhodesia traffic as well as considerable agricultural and indus- 
trial activities along the line. Originally the 128 miles from 
the junction at Krugersdorp with the Cape Town—Johannes- 
burg main line terminated at Zeerust and was a mere branch 
line, laid for the development of the fertile Magaliesburg and 
Marico valleys through which the railway passes. Later the 
line was extended from Zeerust to Mafeking, shortening the old 
route to Rhodesia via Fourteen Streams by some 245 miles. 

As this particular route is characteristic of many hundreds 
of miles of the South African Railways, and exemplifies how 
the administration has managed with very economical expen- 
ditures to cope efficiently with its traffic problems, we repro- 
duce on the accompanying folding plate a gradient profile and 
curve diagram, from which it will be seen that there is a con- 
siderable mileage of 1 in 40 grade with numerous curves, 
some as sharp as 477-ft. radius. After leaving the Reef at 
Krugersdorp at an elevation of 5,700 ft., the line, at a point 
twenty miles further on, has fallen to 4,600 ft., and in the 
next eleven miles it again reaches over 5,000 ft., to be 
followed later by a drop to 3,585 ft. Loaded traffic is 
greater in the Zeerust—Johannesburg direction, which also 
includes the heaviest bank, namely, twenty miles of almost 


large Garratt locomotives 

continuous adverse grade, much at 1 in 40. It is these bottle- 
necks which have necessitated the greatest possible loading 
being taken per train. 

The track on this line is mostly laid with 60-lb. rails, and 
the 16 Beyer-Garratt locomotives placed in service in 1938, and 
described in THE RatLway GazeTtTE of December 9 of that 
vear, are of the 4-8-2+2-8-4 type, and are the most 
powerful locomotives ever built for service on so light a rail. 
They exert a tractive effort at 85 per cent. of the boiler pres- 
sure of no less than 68,800 lb., and, by a special system of 
weight distribution, a maximum axle load of 15 tons was per- 
mitted. They are capable of hauling loads of 670 long tons 
on the 1 in 40 grades, and are equipped with exception- 
ally large boilers and mechanical stokers. The coupled 
wheels are 4 ft. 6 in. dia., which is ample for the 
maximum speed of 45 m.p.h. permitted on the section. 
These locomotives are used for both goods and passenger 
trains, and since their introduction they have increased the 
capacity of the line, which is, of course, single throughout, 
except for crossing places, by over 50 per cent. A further 
benefit which has accrued has been a reduced coal con- 
sumption of 25 per cent. per ton-mile hauled. 

These particular engines represent the culmination to date 
of the design of articulated locomotives for South African 
branch line conditions. Altogether well over 200 articulated 
engines are now in branch-line service, of which 171 are 
Garratts. 

The standard non-articulated type employed on 60-Ib. rail 
has a 4-8-2 wheel arrangement and tractive effort at 85 per 
cent. of boiler pressure of 36,100 lb. Over 200 were pur- 
chased in the ten years before the war, of which a large 
number were built by the North British Locomotive Co. Ltd. 
and were described in THE RatLway GazettE for Novem- 
ber 16, 1934 (page 795). 








DISCOURAGING SHORT-DISTANCE TRAFFIC IN GLASGOW.— 
On September 1 a minimum fare of 2d. was brought into 
operation on Glasgow Corporation bus routes. In areas 
where no tram service is available the 1d. ticket remains, 
but is valid only to the first bus stage on a tram route. It is 
expected that the effect of the 2d. minimum fare will be to 
divert short-distance travellers from buses to trams. Weekly 
ticket restrictions came into force on the same day. In order 
to limit bus travel to essential journeys, weekly tickets are 
now valid only from Monday to Saturday and for four 
journeys a day. The price is 3s. 6d. on all routes, with the 
exception of Kilbowie Road, Radnor Park, Clydebank, and 
Carmunnock. 
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THE GOKTEIK VIADUCT, BURMA RAILWAYS 


On the new rail route from Rangoon to China 








Upper tunnel on 1 in 40 northern descent to the viaduct. Note the interlaced 
runaway sand tracks 











Left: View of viaduct from bottom of gorge, 870 ft. below rail level. The river is seen about to pass into the natural 
tunnel under the viaduct. Right: The lower tunnel on northern approach to the viaduct 
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Railways and the War—86 


Left: Passengers joining 
Railway Air Services aeropla 
Since the outbreak of war R.A 
machines have flown some 200.0 
miles and carried approximate; 
10,000 passengers between Gr: 
Britain and Northern Ireland, 
As we recorded in THE. RAILW4\ 
GAZETTE of August 29, the 
company inaugurated 
surcharged air mail service on 
September 1 


= @ —, 
Se . ~ 


-~ < 








Right: The Wagons-Lits dining 
car in which the armistice of 
1918 between Germany and the 
Allies and also the armistice in 
1940 between Germany and 
France were signed in the forest 
of Compiégne, on public show in 
the Lustgarten in Berlin 











Left: One of the ten new deep 
shelters now being tunnelled near 
London tube stations. For use ; 
as dormitory shelters, the tunnels 
will be divided into two storeys ! 
and bunks will be arranged along I 
the sides of each section. It will . 
be noticed that the tunnel lining r 
consists of reinforced-concrete 
segments 
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RAILWAY NEWS SECTION 


PERSONAL 


The King has conferred the M.V.O. 
pon Mr. John Davidson who _ has 
cently retired from the position of 
tationmaster at Aberdeen joint rail- 
ay station after completing nearly 
1) vears of service. 

We recorded briefly in our Septem- 


ver 5 issue the death on August 23 of 
Mr. William Smyth, who was formerly 





The late Mr. William Smyth 


Audit Accountant, Great Southern Railways, 
1924-1929 


Accountant of the Midland Great 
Western Railway and _ subsequently 
Audit Accountant of the Great Southern 
Railways. Mr. Smyth joined the 
service of the former Midland Great 
Western Railway Company in 1881. 
He was chosen to be Stationmaster at 
Mullingar at an early age and sub- 
sequently became District Traffic In- 
spector of the Mayo District with 
Headquarters at Castlerea. He was 
promoted to be Goods Agent at North 
Wall in 1894, where he served with 
distinction for 20 years, becoming 
Accountant to the company in Janu- 
ary, 1915. On the reorganisation after 
amalgamation, Mr. Smyth was ap- 
pointed Audit Accountant of the Great 
Southern Railways in which position 
he continued for about three years 
until he retired in 1928, when the 
Audit Office was brought under the 
charge of Mr. Hartnell Smith, the 
Accountant to the Great Southern 
Railways. The funeral took place on 
August 26, and was attended by a large 
number of officials. 

Miss M. Laxton Lloyd, who, as 
recorded in our September 19 issue, has 


been appointed by the Southern Railway 
as Welfare Supervisor (Women & Girls), 
was trained at Liverpool Physical 
Training College (where she obtained a 
Ist class diploma with distinction) and 
at the Northern Hospital, Liverpool. 
Miss Lloyd was North of England 
Organiser for National Fitness Council 
up to the beginning of the war, and 
before joining the Southern Railway 
was Divisional Welfare Supervisor of 
the London Midland & Scottish Rail- 
way. She is an Associate of the Royal 





Miss M. Laxton Lloyd 


Appointed Welfare Supervisor for Women & 
Girls, Southern Railway 


Sanitary Institute ; a Lancashire County 
hockey player; a keen swimmer (gold 
medallist) ; and the author of a book 
entitled ‘“‘ Fitness through Swimming.” 

By an Argentine Government Decree 
issued by the Ministry of Public Works, 
Doctors Luis Patricio O’Farrell and 
Diogenes Taboada, and Mr. M. F. Ryan 
have been officially recognised as Legal 
Representatives of the Argentine Great 
Western Railway, now incorporated in 
the Buenos Ayres & Pacific Railway 
Company. 


The King has awarded the Imperial 
Service Medal to Lindamulage Solomon 
Silva, Minor Supervisor, Mechanical 
Engineer’s Department, Ceylon Govern- 
ment Railway. 


Dr. William Zebina Ripley, whose 
death on August 16 we regret to record, 
had been Emeritus Professor of Econo- 
mics at Harvard since 1933. He was 
born at Medford, Mass., on October 13, 
1867, and took his degree (A.B.) at the 
Massachusetts Institute of Technology 
and then proceeded to his A.M. and 
Ph.D. at Columbia University. He was 


appointed Professor of Economics at 
the Massachusetts Institute of Tech- 
nology in 1895, and, after holding this 
post for six years, became Professor of 
Political Economy at Harvard Univer- 
sity and retained his chair there until 
1933. The Universities of Columbia, 
Wisconsin, Rochester, and Bucknell all 
conferred honorary doctorates on Pro- 
fessor Ripley, and in 1908 he was 
Huxley Memorial Lecturer of the Royal 
Anthropological Institute of London. 
His work in the sphere of transport 





The late Dr. William Z. Ripley 


Well-known American economist and author of 
Ripley grouping plan 


approximately commenced at the time 
of his appointment to Harvard, for he 
acted as expert agent on transportation 
for the United States Industrial Com- 
mission (1900-1901). In 1918 he filled 
the position of administrator of labour 
standards of the War Department, and 
was Chairman of the National Adjust- 
ment Commission, United States Ship- 
ping Board (1919-1920); during 1920- 
1923 he undertook special duties for 
the Interstate Commerce Commission 
in connection with the proposed con- 
solidation of the American railroads 
into a limited number of large systems. 
The so-called Ripley Plan provided for 
the formation of 21 large railways but 
it was never accepted in its entirety by 
the Interstate Commerce Commission 
which, in September, 1921, made 
public its own tentative plan for 19 
consolidated systems, Professor Ripley’s 
plan being published as an appendix. 
Professor Ripley published his first 
book on railways in 1907, entitled 
‘ Railway Rates and Problems,’’ but 
his later ‘‘ Railroads—Rates and Regu- 
lation’’ (1912) and ‘ Railroads— 
Finance and Organization ’’ (1914) are 
more widely known and are still re- 
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garded as the authoritative works on 
their respective subjects. A member 
of the American Economic Association 
as early as 1898, Ripley served as 
President of the association in 1932 and 
did much valuable work in bringing 
transport questions into prominence in 
the deliberations of the association; his 
contributions to the annual round table 
discussions on transportation problems 
will always be recalled by those who 
attended, and his concise yet forcible 
expositicn of the problems of regula- 
tion of railways was a remarkable re- 
flection of a scholarly mind coupled 
with judicial impartiality. This char- 
acteristic was also exemplified in his 
special report to the United States 
Eight Hours Commission on Trainmen’s 
Schedules and Agreements in 1917. 
Professor Ripley was a strong critic of 
railway management and policies and 
was more academic in outlook than 
other economic scholars who have 
specialised on railway questions, but his 
valuable contributions to the analytical 
study of those questions have assured 
him a high place in the ranks of those 
university professors who have played 
a leading role in various aspects of 
public policy affecting railways, a dual 
activity which is almost confined to the 
United States. 


We regret to record the death on 
August 13, at the age of 63, of Mr. 
Josiah O. Apps, General Executive 
Assistant, Canadian Pacific Railway. 


Mr. George Voelkner, Assistant 
General Manager, Lehigh Vailey Kail- 


road, has been appointed General 
Manager in succession to Mr. J. N. 
Haines 


BRAZILIAN RAILWAYS 

he composition of the newly formed 
National Department of Railways in 
Brazil is as follows (the approximate 
British equivalents for the various titles 
are given in parentheses) : 

Engr. Waldemar _ Luz, 
(General Manager). 

Engr. Mauro Brochado, 
Divisao Administrativa: 
General Manager). 

Alvaro Mendes de Almeida, Secretario 
da Divisao Administrativa (Secretary 
to Administration). 


Director 


Director da 
(Assistant 


Divisdo de Planos e Obras 
(Department of Plans & Works) 

Engr. José Palhano de Jesus, Chefe 
da Seccéo do Cadastro e Patrimonio 
(Superintendent of Surveys & Property). 

Engr. Othon Alvares de Aratijo Lima, 
Chefe da Secgdo de Planos (Super- 
intendent of Plans). 


Engr. Antonio Marques da Costa 
Ribeiro, Chefe da Seccao de Obras 


(Superintendent of Works). 

Engr. Enzo Carlos Pinto, Secretario 
(Secretary). 

Divisdo Economica 
(Commercial Department) 

Engr. Mario de Lacerda Gordilho, 
Chefe da Seccéo de Estatistica (Super- 
intendent of Statistics). 
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Engr. Mario Simoes Corréa, Chefe da 
Seccao de Tarifas e Contractos (Super- 
intendent of Rates & Contracts) 

Heitor O’Dwyer, Chefe do Pessoal 
(Staff Superintendent). 

Engr. Marcos Valdetaro da Fonseca, 
Chefe do Orcamento (Superintendent of 
Estimates). 

Engr. Walter Ribeiro da Luz, Chefe 
da Seccao de Estudos Economicos 
(Superintendent of Commercial Re- 
search). 

Divisdo da Administracao 
(General Manager’s Department) 

Engr. Eduardo Rios Filho, Chefe de 
Servigo do Material (Superintendent of 
Equipment). 

Alvaro Pereira da Costa, Chefe da 
Secgcao de Communicagées (Superinten- 
dent of Communications). 

Divisdo da Fiscalisagao 
(Government Supervision Department) 

Engr. Caio Dutra de Almeida, Secre- 
tario (Secretary). 

Engr. Thomaz de Miranda Freire de 
Carvalho, Chefe da Seccdo de Tomadas 
de Contas (Audit Superintendent). 

Major Napoleao de Alencastro Gui- 
maraes, ex Chefe do Gabinete to the 
Minister of Transport, has been ap- 
pointed Director (General Manager) of 
the Central Railway of Brazil in succes- 
sion to Waldemar Luz, who has taken 
up the post of Director of the newly- 
formed National Department of Rail- 
ways. 


Lord Sherwood, Parliamentary 
Under-Secretary for Air, has appointed 
Viscount Cowdray to be his Parliamen- 
tary Private Secretary. Lord Cowdray 
was on the Board of the Whitehall 
Securities Corporation Limited, which 
is associated with the G.W.R. and 
Southern Railway Companies in the 
control of Channel Islands Airways 
Limited, and was formerly interested 
in the air services later in the hands of 
Scottish Airways Limited but relin- 
quished its connection with this under- 
taking, leaving it to the L.M.S.R. and 
its associates. 


PASSENGER TRANSPORT 

BoaRD 

Department of General Manager 

(Operation) 

Mr. H. S. F. Lansdown, Operating 
Manager (Central Buses), retires from 
the service of the London Passenger 
Transport Board on September 26 
after 46 years of service. He has been 
succeeded by Mr. S. R. Geary, Operat- 
ing Manager (Trams & Trolleybuses). 
Mr. T. Tilston, Divisional Superinten- 
dent (Southern Division) Trams & 
Trolleybuses, has become Operating 
Manager, and Mr. P. G. Gibbins, 
Assistant Divisional Superintendent 
(Northern Division) has succeeded him 
as Divisional Superintendent (Southern 
Division). 


LONDON 


Colonel C. H. Hamilton, O.B.E., has 
been appointed Director of the Port of 
Cape Town, South African Railways & 
Harbours, a position similar to that of 


September 26, 19 


Colonel H. Cheadle, D.S.O., M.C.. ¢ 
the Port of Durban, which we recer 


in our September 19 issue. 


The Times of September 18 publis 
the following appreciation (by a cx 
spondent) of Mr. C. H. Whiteles 
Solicitor & Parliamentary Agent, G1 
Western Railway, whose death 
recorded in our August 22 issue :— 

‘“ Christopher Horsley Whiteles 
who died recently, was born in 18 
the elder son of Sir Arthur Whiteleg 
K.C.B., of the Home Office (his mot 
being a Horsley), and entered the 
vice of the Great Western Railway, 
the legal side, in 1913. On his ret 
to civil life from France after the | 
war he rose steadily till, less tha: 
year ago, he was appointed Solicitor 
Parliamentary Agent to the compa: 
In this great society he had endear 
himself to all those with whom 
worked, while his colleagues h 
learned to value his judgment hig} 
and to depend on his advice. B 
inevitably it is in the wide circle of px 
sonal relations that a death so untime 
and of such suddenness must be deep: 
felt. He was by nature so good a1 
kind, so unobtrusive and dependab! 
that one was apt to take his goodn 
and kindness for granted. Nimble a 
deft in mind and body alike, he had 
fanciful wit, all his own, which could 
find expression in music as well as 
words. To meet him on the way to 
work, and to hear his comment on th: 
morning news, so unexpected and so 
entirely apposite, was enough  t 
brighten one’s day. But most of all 
perhaps, his nature revealed itself in 
his dealings with the young. There was 
no gap between the generations for 
him, and he was able to establish in 
stant and complete relationship with 
them on equal terms, through common 
interests. Boys to whom he was thi 
perfect companion, sailing or ashore, 
will miss him more than they can now 
know; and if, when their turn comes, 
they can be half as successful, they will 
have done well indeed.’’ 


We regret to record the death in 
Buenos Aires on July 10, of Mr. David 
Thomas, formerly Chief Mechanical 
Engineer of the Paraguay Central Rail- 
way, and later of the Cordoba Central 
Railway, at the age of 72. He went to 
Argentina from Swindon in 1876, and 
was for many years prominently asso- 
ciated with railway construction in 
various parts of the Argentine Republic, 
and at one time occupied a post under 
the Argentine Government. He retired 
on pension from the Cordoba Central 
Railway some 12 years ago. 


In last week’s issue we stated inad- 
vertently that Mr. T. C. S. Haslam had 
been appointed Assistant General Man- 


ager of the Buenos Ayres & Pacific 
Railway. This appointment should 
have read Assistant to the General 


Manager. 
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TRANSPORT SERVICES AND THE WAR—108 


Civilian air raid casualties in August— Warning te road operators—Protecting 
factories against bombs—Protective clothing for transport workers—Railways 
in the EKast—Norway under enemy occupation 


[he Ministry of Home Security has announced the following 
figures of civilian casualties due to air raids on the United 
Kingdom during the month of August :— 


Killed or missing and believed killed ... ae ne 169 
Injured and detained in hospital ae we oe 136 


Details are as follow :— 
Children Un- 


Men Women under /6_ classified 
Killed or missing... a a 56 72 28 13 
Injured and detained in ho:pital ... aoe 66 51 19 


Transfer of Electricity Functions to Board of Trade 


By an Order in Council dated September 11, the functions 
of the Minister of War Transport (as successor to the 
Minister of Transport) in relation to electricity were trans- 
ferred to the Board of Trade. Communications relating to 
electricity intended for the Board of Trade should be 
addressed to New Oxford House, Bloomsbury Way, W.C.1; 
telephone number HOLborn 4311. Reference to this impend- 
ing change was made at page 205 of our August 29 issue. 


Manchester-Altrincham Direct Service 

Electric trains began on September 21 running direct 
between Manchester London Road and Altrincham on a time- 
table similar to that in operation before their suspension 

tween Warwick Road and London Road. During the inter- 
vening period a service of steam trains was run to and from 
Manchester Central to connect with the Altrincham line 
electric trains at Warwick Road. 


Southern Railway Home Guard Band 


A Southern Railway Home Guard band, known as the Corps 
of Drums, is the first main-line railway Home Guard band. 
Early this year 240 members agreed to pay a minimum of a 
penny a week to purchase the instruments for the band. Over 
£30 has been subscribed and the Southern Railway Company 
advanced the necessary finance against the promises received, 


SHELTER 


IN UNDERGROUND STATIONS 





ADMISSION OF SHELTERERS 
Shelterers will not be edmitted to this station 
until 6.30 p.m., except when en alert is sounded 
between 4 p.m. and 630 p.m. 

At 615 am. shel must withdraw to the Line 
4ft. from the wall, and Leave the station entirely 
by 7 a.m. weekdays and & a.m. Sundays 

Latrines will be open from 7 p.m. to 7 am. 


SHELTER TICKETS 
All shelterers must have either 
|. A PERIOD RESERVATION TICKET 
issued free by the Local authority in whose ares 
the station is situated. Entitles the holder to 
reserved accommodation for shelter each night 
2. A CASUAL SHELTER TICKET 
Issued free at the ticket office, subject to 
accommodation being available. Admits the 
holder to the station at which it is issued for 
shelter for one night only. Must be given up 
when the holder leaves the station 





Neither of these tickets is available for travel 
by train. Both are issued subject to the 
conditions printed on them. 


LONDON det TRANSPORT 


Two London Transport posters concerning the regulations for, and legal position 


of, shelterers in tube stations 


SHELTER 
IN UNDERGROUND STATIONS 


NOTICE 


Persons permitted to 
use this station as, or 
as a means of access 
to, an air-raid shelter 
do so at their own 
risk in all respects 


LONDON © TRANSPORT 


and also made a donation. For the first fortnight the band 
was trained by a sergeant of the Coldstream Guards. It has 
28 members with the following instruments : one large drum, 
six small side drums, fourteen ‘“‘ B ”’ flat flutes, three ‘‘ F ”’ flat 
flutes, two piccolos, one pair of cymbals, and a mace. All 
ranks of the Home Guard are represented in the band. 


Economic Warfare and Enemy Transport 

In a speech by the Minister of Economic Warfare at a 
National Defence Public Interest Committee luncheon in 
London on September 17, he said: Economic warfare is not 
only a matter of blockade. Attacks on enemy shipping have 
been more successful in these last months than his attacks on 
ours. This increases the strain, already very heavy, on the 
enemy’s inland transport system. Coal from the Ruhr and 
Silesia, formerly carried to Italy by sea must now go by rail, 
and this involves every day some 50 trains of 40 wagons each 
for an average journey of 800 miles. These have to travel 
back empty because the coal wagons cannot bring back 
the fruit and vegetables which are Italy’s natural exports. 
Our bombers, in their constant raids on enemy rail com- 
munications are all the time increasing the strain. 


Auxiliary Conductors 


An appeal by the Leeds Corporation Transport Department 
for auxiliary tram and bus conductors to help regular con- 
ductors at peak hours has brought a large response. They 
are to be identified by cloth brassards lettered ‘‘ L.C.T. 
Auxiliary Conductor.’’ 

Darwen Corporation Transport introduced a scheme on 
July 23 last, and Mr. Lee Wilkes, the General Manager and 
Engineer, informs us that the experiment has proved a great 
success, appreciated alike by the conductors and the travelling 
public. In Darwen the term “ voluntary assistant ’’ is used, 
and the card of authority reproduced below is issued. It will 
be szen that the volunteer is not given free travel, even when 





The Holder | Authority Card ,No,.....~.- 





Mr.. 








paying passenger, during busy periods, 
has volunteered to assist the Con- 
ductor, and is hereby authorised to 
do so. 

This authority does not allow free 
travel, and the holder is subject to the 
same regulations as other passengers. 

Not Transferable and to be returned 
when no longer required. 


rae vecaseks General Manager and Engineer 











Voluntary assistant’s pass, issued by 
Darwen Corporation Transport 
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assisting the conductor during busy periods, and is ‘‘ subject 
to the same regulations as other passengers. ”’ 


Priority Travel for Workers 

The United Aut: mobile Services Limited propceses to test 
the possibilities of the suggestion made by the Ministry of 
War Transport that workmen should be issued with priority 
travel vouchers. 

Women Bus Drivers 

Various large provincial motorbus operators are considering 
the suggestion of the Ministry of War Transport that women 
drivers should be used for single-deck vehicles. Two are now 
employed by the Gosport & Fareham Omnibus Co. Ltd. on 
32-seat A.E.C. diesel-engined Regals 


Basic Fuel Ration for Buses Abolished 

[he proposal to abolish the basic fuel ration for bus and 
coach which we made reference at page 239 of 
our September 5 issue, was put into force with the beginning 
of the fuel rationing period from September 19. The 
Minister. of War Transport has thus adopted a recommenda- 
tion of the Regional Transport Commissioners that all fuel 
issues to public service vehicle operators should be dependent 


services, to 


entirely upon the need for the services. 


Warning Against Fifth Columnists 

Road transport operators have been warned by the Minister 

War Transport to be on their guard against fifth 
olumnists who, in event of invasion, might try to dis- 
rganise transport services by posting false notices or spread- 
ing false information. In a letter to road transport associa- 
tions the Minister of War Transport makes the following 
suggestions to defeat any such attempt :— 

Notices giving instructions to staff should be posted only 
inside premises at one, or at a strictly limited number of well- 
lefined points, which can be kept under constant supervision 
by the management. On no account should instructions be 
posted premises or in any position accessible to 
unauthorised persons. Employees should be warned to 
disregard any instruction purporting to come from their 
employers which may be posted in any other place than 
the recognised official notice board. They should also be 
warned to satisfy themselves of the authenticity of any 
instruction conveyed to them in other ways. 


( 


outside 


Protection of Factories Against Bomb Damage 

With the use by the enemy in recent months of much 
heavier missiles, which increase the blast intensity and also 
set up considerable earth shock waves, the authorities have 
realised that the 13}-in. brick wall (and its alternative in 
mass or precast concrete), originally recommended for pro- 
tection against smaller H.E. bombs, is no longer adequate for 
the purpose. They have, therefore, issued proposals for the 
design of stronger blast walls in reinforced brickwork or 
reinforced concrete, in order to counteract the greater menace 
caused by these heavy bombs when dropped in armament 
zones. Whilst it has not been deemed practicable to apply 
strengthening methods to existing 134-in. brick baffle walls 
(many of which, provided they are soundly built in cement 
mortar, afford reasonable protection against anything but a 
near miss), the authorities have decided that, whenever valued 
personnel and machinery requiring a high degree of protection 
are involved, non-reinforced work is to be demolished and 
superseded by reinforced structures, such as those described 
in the Ministry of Home Security’s Circular C.18. According 
to the latter, the increased cost over reinforced brick walls of 
reinforced concrete walls 10 and 6 ft. high (in each case with a 
100 ft. run) amounts to 13-5 and 23-0 per cent. respectively. 
An analysis of cost has shown that the labour outlay for brick 
and concrete walls is roughly identical, and it can be assumed 
from this that there will not be a great difference in speed of 
erection. 


Protective Clothing for Transport Workers 
Employers of transport workers who customarily provide 
protective clothing for their employees may purchase for 
their use, without coupons and free of quota, types of over- 
alls and other protective clothing and footwear which are 
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not exempt from the Consumer Rationing Order, and which 
are necessary for safety or health. Employers wishing to 
ivail themselves of this arrangement must obtain a certifi- 
‘ate from the appropriate Certifying Officer named in the list 
below, stating that the clothing (nature and quantity of 


which must be specified) is required for safety or health. 
This certificate must be surrendered with the order to the 
supplier, and can be used by the trader as the equivalent to 


the number of coupons which would normally have to be 
surrendered for the articles. In addition, manufacturer 
supply cloth or clothing to an equivalent coupon 
against these certificates outside their quota 
Limitation of Supplies Orders. 
Ministry of War Transport 

Regional Transport Officer or his Chief 


Assistant 
Divisional Road Engineer 


may 
ilue 
under the 


In respect of : 
Road transport 
ployees, etc. 
Road workers not 


workers, garage em- 


employe by a 
highway authority and men e 


oye: 
through the Ministry of War Tra te 
on construction of airfields ther 
than buildings), etc 
Secretary or Chief Executive of the Dock workers other than way 
Port Emergency Committee or the employees. 
Regional Port Director. 
Railway Companies & L.P.T.B 
Chief Stores Superintendent of each Railway employees (including those of 


main line, and of the L.P.T.B., on 
behalf of the Ministry of War Trans- 
port. 
Canals 
Secretary of Regional 
mittee. 


small companies). 


Canal Com- Canal workers. 


Parcel Post to Turkey 
The Postmaster General announced on September 11 that 
the parcel post service to Turkey, which was recently 
suspended, has now been restored. The postage rates have 
been reduced. Parcels may be sent to Turkey only by holders 
of permits from the Censorship Department. 


Kenya Railways War Effort Loan 
The Kenya & Uganda Railways & Harbour Administration 
has lent the Government a further £300,000, free of interest, 
making a total of £500,000, to assist the war effort. In 
addition it has already remitted charges on military traffic 
to the extent of £600,000. : 


Syria-Iraq Rail Traffic 

A Reuters message from Damascus stated on August 28 
that a delegation from the Iraqi Railways was expected to 
visit Syria to discuss the development of rail traffic between 
Iraq and Syria via the Mosul-Aleppo section of the Baghdad 
Railway. 

Transport in Palestine 

The general effect of the war on rail transport in Palestine 
has been a depletion of the fuel supply represented by imported 
coal. During 1940 the imports of coal dropped 40 per cent. 
as compared with 1939, and recently large stocks of wood 
fuel have had to be stored by the railway authorities for use 
in the event of anemergency. Present coal stocks are reported 
to be low and replacement is difficult in view of the drastic 
reduction in shipping facilities. The main supplies of coal are 
obtained normally from Great Britain but efforts are now being 
made to secure coal from India. Damage to railway property 
and frequent interruptions of service as a result of political 
disturbances occurred often in the years before the outbreak 
of war but these came to an end with the declaration of war 
in September, 1939. 


War Effects on the Argentine Railways 

The difficulties which the Argentine railways are experienc- 
ing as the result of the war, due to the scarcity of fuel and the 
greatly enhanced cost of this and other essential materials 
have been previously referred to in these columns. At the 
outbreak of the war, the railway companies, foreseeing a 
probable shortage of imported coal, and with the consent of the 
Government, rearranged their timetables with a view to the 
curtailment or cancellation of non-essential services, in order 
to economise fuel. Now, however, that the fuel problem has 
become still more acute, the companies find that they can no 
longer guarantee that the trains will run punctually, nor that 
the lighting and heating services can be kept up to the custom- 
ary standard. 

In view of the existing situation, the Central Argentine 
Railway has been compelled to notify its passengers that, 
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owing to the scarcity of coal, it has been forced to use fuels of 
lower calorific value such as wood and maize. This has 
resulted in delays to the train services, and there have also 
been difficulties with the internal heating of the coaches. 
Furthermore, owing to the company’s stock being exhausted 
of a special type of electric lamp,which is unobtainable locally 
and has to be imported, the lighting of some of the stations 
and electric trains is a little deficient. In spite of the unavoid- 
able causes of these shortcomings, the company assures its 
patrons that every effort has been, and will continue to be, 
made to keep its services as far as possible up to normal and 
to reduce any inconveniences which may be caused to the 
travelling public to a minimum. That such a company as 
the C.A.R., with such a splendid reputation, extending over 
nearly 80 years, for all-round efficiency and undeviating 
punctuality, should be obliged to solicit the indulgence of its 
passengers in this connection is eloquent proof of the difficulties 
under which the Argentine railways—despite skilled and 
experienced management—are at present operating, as 
the result of circumstances over which they have no control, 
| which have no parallel in their history. 


Rail Traffic Between Bulgaria and Turkey 


\ccording to a despatch from Sofia, railway communication 
between Bulgaria and Turkey is to be re-established from 
October 1. 


Goods Service between Germany and Greece 
Direct through goods traffic between Germany and Greece 
has been in operation since June 20, working over the line 
Maribor (Marburg) in north-western Jugoslavia—Zidani Most 
Zagreb — Belgrade — Nish — Skoplje (Uskub)—Ghevghelli 
Devdelija), and Salonica. 


Standardised Locomotives in Germany 
The process of standardisation in German industry has 
recently been extended to steam and diesel locomotives used 
for construction work, according to Dey Deutsche Volkswirt. 
In future it will be permissible for such locomotives to be 
built only in approved standard types. 


High-capacity Wagons for the Reichsbahn 

Mainly with a view to increasing its capacity for dealing 
with intensified cereal traffic, the German Reichsbahn is 
stated to have placed in service in recent months a number of 
high-capacity wagons, loading 40 to 50 tonnes, and totalling 
about 14,000 at the present time. In connection with this 
the tracks of a considerable number of sidings, both of the 
Reichsbahn and privately owned, have been strengthened, 
and appliances for rapid loading and discharge of these wagons 
have been installed. 

Norway Under German Occupation 

Norway was invaded by German Forces on April 9, 1940, 
and there was necessarily uncertainty and confusion during 
the period of actual military operations, which ended on 


June 10. Then the Supreme Court set up the Administrative 
Council as a non-political civil administration. Under the 
German occupation authorities this council directed its 


energies to restoring the normal life of the country. The 
work of the Administrative Council was brought to a close 
n September 25, 1940, when the German Commissioner for 
Norway appointed the Riksraad (or National Council) to 
exercise Civil authority under his supervision. The changes 
in the economic structure of Norway under this Riksraad 
form the subject of a recently-published survey by Mr. Grant 
Olson, of the U.S.A. Department of Commerce, in which, 
however, comparatively little information is given concerning 
transport. Traffic on the railways has increased since the 
tightening of the blockade, principally because of shortage 
of petrol for the operation of motor lorries. The Norwegian 
State Railways have ordered several hundreds of additional 
goods wagons and steam locomotives, and a substantial 
number of German freight locomotives is said to have been 
loaned to the Norwegian State Railways. Certain of the 
3 ft. 6 in. gauge Norwegian lines have been converted to 
the standard gauge of 4 ft. 84 in. under German auspices. 
[he Reich Commissioner has commented on the need for 
additional electrification of Norwegian railways, of which 
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only about 10 per cent. had been electrified at the beginning 
of 1941. 

Since the German occupation began, considerable effort 
has: been expended on highway construction in Norway, and 
this work is stated to have given employment to more than 
32,000 Norwegians, and several thousands of Germans. It is 
understood that these highways are being built on similar 
lines to the German Reichsautobahnen. Equipment for building 
and maintaining Norwegian highways during the severe 
winter season has been brought from Germany. Extensive 
military building projects undertaken by the German military 
authorities throughout Norway since the occupation are cited 
by Mr. Olson as a temporary contributing factor in keeping 
down unemployment. German sources refer to the army 
as the largest employer in Norway. Private construction is 
severely limited both by regulation and by rigid control of 
building materials. 

The German authorities are reported to be demanding drastic 
evacuation of certain coastal areas in Norway. Several 
isolated and distant communities have been ordered to receive 
thousands of evacuees. The total number of evacuees is 
estimated at between 60,000 and 70,000. The evacuation is 
being handled with the utmost secrecy but is expected to be 
completed by the middle of October. 

Sabotage on the important main-line railway from Oslo 
to Trondheim and Stockholm is recorded in reports from 
Norway received by the Norwegian Telegraph Agency on 
September 16. The damage is said to have taken place 
on the electrified section betwen Oslo and the junction of the 
Trondheim and Stockholm lines at Lullestrém. The whole 
line has now been put under guard, with two policemen 
stationed every 200 yd. 


Fewer Trains to Bangkok 

Due to the reduction in traffic, the train service between 
Singapore and Bangkok, the capital of Thailand, which here- 
tofore ran twice a week, was reduced to one train a week from 
September 3. 

German Air Lines 

Various changes have been made in the summer services 
of the Deutsche Lufthansa operating from May 5, which were 
listed in THE RAILway GAZETTE of July 25 at page 96. From 
July 15 new services were introduced between Stockholm and 
Oslo, and between Vienna, Graz, and Zagreb. From the end 
of June the Berlin-Lisbon service has been routed via Munich 
instead of Stuttgart. The German air service between Berlin 
and Vienna was extended from Vienna to Pressburg (Bratis- 
lava) on July 25, according to the Berliner Bcrsen-Zeitung of 
July 26. 

Pan-American Transatlantic Services 

-an-American Airways Inc. has announced the inauguration 
on September 25 of the first transatlantic air express service 
between the U.S.A. and Europe. Shipments for Europe will 
not be accepted unless “ air certs’ have been obtained, from 
British Consular officials declaring that no war contraband 
is included. The same company was granted on September 12, 
permission to establish a service between Florida and South- 
West Africa operating via Puerto Rico, Trinidad, and Brazil. 
The authorisation expires in five years, or six months after 
official notification that the service is no longer required for 
national defence. A new channel for supplies to aid Empire 
Forces in the Middle East has been opened as a result of an 
agreement under which Pan-American Airways will ferry 
American-built warplanes from the U.S.A. to Khartoum. 
From New York they will fly via Porto Rico, Trinidad, Port 
Natal (Brazil), Monrovia (Liberia), or else from Bathurst 
(Gambia) to Lagos (Nigeria). An extension to Leopoldville 
(Belgian Congo) will enable connection to be made with 
Belgian and South African air lines which serve South Africa, 
Uganda, and Tanganyika. The Pan-American Company is 
also to establish a service between West Africa and the 
Middle East which will connect up with the new U.S.A. line 
from the States to West Africa. In view of the dangers and 
disadvantages of the Mediterranean route to the Middle East, 
these new services should be of great value. Their inaugura- 
tion not merely emphasises the strategic importance of the 
West Coast of Africa, but also points to the potential value 
after the war of this ‘“‘ bridge ’’ over the Atlantic waist-line. 
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Institution of Mechanical Engineers’ Luncheon 


In place of its usual annual dinner, 
the Institution of Mechanical Engineers 
held a luncheon on Friday last, Sep- 
tember 19, at which a gathering of 
approximately one thousand members 
and guests, including ladies, assembled. 
The function, which was held at Gros- 
venor House, London, was presided over 
by Mr. W. A. Stanier, President of the 
institution 

Those present included : The Rt. Hon. A. V. 
Alexander, M.P Messrs. J. Auld, A. Binns, 
A. F. Bound, D. A. Bremner, A. E. L. Chorlton, 
J. Clayton, Ashton Davies, General Sir J. G. 
Dill, Messrs. J. A. Dixon, S. B. Donkin, S. F. 
Dorey, Air Chief Marshal Sir W. R. Freeman, 
Messrs. S. E. Garcke, A. H. Gledhill, H. J. 
Gough, Lt.-Col. E. Graham, W. T. Halcrow, 
The Rt. Hon. Lord Hankey, Major H. A. 
Harrison, Brig.-Gen. Sir H. Hartley, Messrs. 
F. W. Hawksworth, T. M. Herbert, Prof. C. E. 
Inglis, Messrs. J. A. Kay, P. C. Kidner, C. S. 
Lake, The Rt. Hon. Lord Leathers, Sir E. J. H. 
Lemon, Dr. G. V. Lomonossoff, Messrs. R. E. L. 
Maunsell, R. D. Metcalfe, J. E. Montgomrey, 
Co!, Sir A. H. L. Mount, Mr. L. St. L. Pendred, 
Admiral of the Fleet Sir D. Pound, Eng. Vice- 
Admiral Sir George Preece, Sir W. Reavell, 
Messrs. R. A. Riddles, V. A. M. Robertson, 
Sir J. E. Thornycroft, Mr. J. S. Tritton, General 
Sir W. K. Venning, Messrs. W. L. Watson, 
I Bb. Whalley, W. Cyril Williams, His 
Excellency J. G. Winant. 

Mr. A. V. Alexander, First Lord of 
the Admiralty, proposing the toast of 
‘The Institution of Mechanical Engi- 
neers,’’ remarked that it was in wartime 
that the general public was brought to 
realise how great was its debt to engi- 
neers. rhe institution had now a 
membership of near 15,000 and of these, 
a very large number was at present in 
His Majesty's Forces. Many others held 
executive positions under the Admiralty, 
the Ministry of Supply, the Ministry of 
Aircraft Production, and other Depart- 
ments, and large numbers were engaged 
in the production of war materials. 

The institution was incorporated by 
Royal Charter in 1930, although it had 
been founded long before that; it was 
nearly a hundred years since a few 
engineers formed a voluntary associa- 
tion under the presidency of George 
Stephenson for the promotion of the 
science and practice of mechanical 
engineering. It was not out of place 
that the toast should be moved under 
the presidency of a railwayman. Since 
then, the scope of the institution and 
of its members had been enormously 
enlarged. Research was encouraged, 
and, in alliance with the universities and 
the educational authorities, the sphere 
of engineering science was assisted. The 
institution had been stretching its hands 
across the Atlantic in friendly relation- 
ship with the sister society in the United 
States. In 1939, preparations had been 
made for a joint meeting of the two 
societies in New York, and it must 
have been a disappointment to members, 
and had been undoubtedly a sad thing 
for Anglo-American relations in general, 
that that meeting had had to be post- 
poned. Especially had that been so as 
the meeting would have included the 
Institution of Civil Engineers, together 
with the American Society of Civil 
Engineers also. 

Production was the second front on 


which Hitler would be beaten; and 
it was on this front that their great 
institution and profession, and those 
whom it represented would play a 
decisive part. Appeal had never been 
made in vain to the engineers of this 
country. It was in that spirit of thank- 
fulness for the past and confidence in 
the present and future that he had so 
much pleasure in proposing the toast 
of the institution, coupled with the name 
of Mr. Stanier. 

The President, responding, said that 
when George Stephenson, the first 
President of this institution, had taken 
office, mechanical engineering had been 
almost unknown. When he _ (Mr. 
Stanier) had been serving his time, one 
of the foremen had said to him, ‘ You 
know, Willie my boy, the Whitworth 
lathe is the king of machine tools.” 
Things had developed since then and 
a great deal of technical progress had 
been made, largely due to Joseph 
Whitworth, until now they had not so 
much handicraft as machinecraft to 
enable the production of goods of the 
quality and in the quantity which 
made possible the enjoyment of the 
amenities of life. 

A great deal of this advance was due 
to research in various branches of 
engineering and metallurgy and che- 
mistry, and this had always had the 
support of the institution. In addition, 
the institution had done a great deal 
in supporting technical training. The 
activities of the institution were spread 
all over the Empire. Members would re- 
member that the joint meeting in the 
United States in 1939 had had to be 
postponed. They had, however, a very 
close association with kindred American 
institutions. The President then pro- 
posed the toast of ‘‘ The Guests.” 

Mr. John G. Winant (American 
Ambassador) who responded said that 
the contribution that had been made 
by the engineer in England, in Russia, 
and in the United States, both in peace- 
time and now again in wartime was 
already known. The President had 
said that it had been intended to 
journey to the United States just 
before the war in order to join with 
engineers there in discussing the pro- 
blems of constructive engineering. In- 
dividually, by letter and in person, 
members could still do great service 
both to their own country and to his 
if they continued to communicate with 
the engineers of the United States. 


Staff & Labour Matters 
Fire Watching 


A new Fire Prevention Order, entitled 
“The Fire Prevention (Business Pre- 
mises) (No. 2) Order, 1941,’’ has been 
issued by the Minister of Home Security 
and with it an explanatory memoran- 
dum for the guidance of appropriate 
authorities, occupiers of factories, 
offices, shops, and other business pre- 
mises, and persons working at those 
premises. The new Order came into 
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operation on September 22 and, though 
it differs from the original Order on a 
number of important points, the general 
basis remains the same. Unless there 
voluntary arrangement, all men 
between the ages of 18 and 60, with 
certain exemptions, must perform fire 
prevention duties up to a maximum of 
48 hours a month outside working hours. 
The new Order makes it compulsory 
for the occupier to provide sleeping, 
washing, and sanitary facilities. The 
provisions for consultation with work- 
people have been extended, and occu- 
piers must supply them, or their repre- 
sentatives, with a copy of the fire pre- 
vention arrangements to be notified to 
the appropriate authority, and a copy 
must be displayed for inspection at the 
premises. Workers may make repre- 
sentations to the appropriate authority, 
and there are rights of appeal. 
Subsistence allowances on a fixed 
scale are established as follows :—For 
a continuous period of duty, outside 
working hours, not exceeding 12 hours, 
3s.; exceeding 12 but not exceeding 
18 hours, 4s. 6d. ; exceeding 18 but not 
exceeding 24 hours, 6s. The cost of 
these allowances will be defrayed by the 


is a 


Exchequer. 
The explanatory memorandum states 
that the Order requires adequate 


arrangements for the whole 24 hours of 
each day. Those on duty would carry 


on their normal occupations except 
during periods of imminent danger. 


Other points in the memorandum are : 

In addition to subsistence allowances reason- 
able out-of-pocket expenses for travelling will 
be allowed. 

Registered fire guards are eligible for com- 
pensation for injuries received in connection 
with their duties, and may also receive a supple 
mentary allowance in respect of the loss of 
earnings due to war service injury. 

A fire guard whose clothing is damaged in the 
performance of his duties will be entitled to 
compensation. 

The maximum number of hours for which 
fire guard is liable in a four-weekly period is 48, 
but if the number of duty hours allotted to him 
is not more than 36 he will still be liable for 
duty in the area where he lives. 

No one will be required, without his consent, 
to do fire prevention duty at premises more 
than two miles from the premises at which he 
works. 

The Civil Defence Duties (Compulsory 
Enrolment) (No. 2) Order deals with the 
liability of a man performing duties 
under the new Fire Prevention (Business 
Premises) Order, to do similar duties in 
another area, 7.e., at the place where he 
lives. Such a man must produce a 
certificate that he has undertaken or is 
required to perform duties under the 
Fire Prevention (Business Premises) 
Order for a certain number of hours in 
each successive period of four weeks. 
If the number of hours of duty stated on 
the certificate exceeds 36 in four weeks 
the man will be exempted from enrol- 
ment. If the number of hours exceeds 
24 but does not exceed 36, the periods 
for which he is required to perform 
duties are not to exceed 12 hours in 
four weeks. If the number of hours 
exceeds 12 but not 24, the duty periods 
will not exceed 24 hours in each four 
weeks ; and if the number of hours does 
not exceed 12, duty periods will not 
exceed 36 hours in each four weeks. 
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RAILWAY LAW FOR THE QUARTER 


The Long Vacation 
lowing the precedent of last year, 
ind in accordance with wartime needs, 
tl ourts to a large extent have fore- 
eone the usual vacation and have been 
sitting since August 18 for the hearing 
of urgent cases. The difficulty in these 
es is to secure the attendance of 
witnesses so as to be ready for hearing, 
| solicitors are put to considerable 
xiety on this account. The need for 
dy judicial decisions in Emergency 
sills and Orders renders it necessary 
that the courts should be open, 
ilthough it seems likely that except for 
the Wednesday sitting of the Vacation 
Court they will be closed during the 
first fortnight of October. 


L.P.T.B. Rating 

[he hearing of the appeals by the 
L.P.T.B. and the L.C.C. against the 
figure found by the Raiiway Assess- 

ent Authority as the amount at which 
the board is to be assessed for purposes 

rating has extended over two 
months. The Railway & Canal Com- 
mission has not of course been sitting 
every day, but there were actually 20 
days on which the case was heard, and 
it lasted throughout August. Mr. 
Comyns Carr, K.C., appeared for the 
L.P.T.B., Ms. Pritt, K.C., for the 
L.C.C., and Mr. Craig-Henderson, 
K.C., with Mr. Sydney Turner, K.C., 
for the Railway Assessment Authority. 
Then there were several attendant 
junior counsel, so that compared with 
the emptiness of the Law Courts gener- 
ally, the court occupied by the commis- 
sion (over which Mr. Justice Wrottesley 
presides) appeared comparatively 
crowded and animated. 

The legal argument turned largely on 
the interpretation of the Railways 
(Valuation for Rating) Act, 1930, given 
by the House of Lords in the Southern 
Railway Company’s case (1936 A.C. 
266). Judgment in the present case was 
reserved and in view of the problems 
raised and the mass of figures to be 
digested judgment was not given until 
September 16. 


Profits as a Basis for Rating 

In estimating the rent which the 
hypothetical tenant might be expected 
to give for railway hereditaments occu- 
pied by the company, the court is not 
bound to give effect to customs or 
practices existing before the passing of 
the Act as to deductions from the 
tenant’s capital, but is to have regard 
to all relevant circumstances so that 
the estimated rent shall represent ‘‘ a 
fair and just division of the net 
receipts as between landlord and 
tenant.’’ That is the provision of the 
Railways (Valuation for Rating) Act, 
1930, Sect. 4, sub. s. 2. ‘‘ Division,’’ 
as Lord Hailsham said in the Southern 
Railway Company’s case (1936 A.C. 
266), ‘‘ is not a happy phrase to use, 
but it means the result of a process 
involving the ascertainment of the 
landlord’s share in the form of rent.’’ 


The ‘‘ profits basis ’’’ is the recognised 
method of arriving at the hypothetical 
rent, but the House of Lords in that 
case was careful to say that there 
might be circumstances in which the 
profits basis might be inappropriate 
and some other method might have to 
be adopted. As Lord Hailsham 
pointed out, even on the “ profits’’ 
basis other circumstances than the bare 
profits might affect the question. 
Thus, if the railway’s receipts showed 
a tendency in successive years to rise, 
a higher rent might be estimated, and 
if there was a tendency for them to 
fall the opposite would result. The 
object is to ascertain what the railway 
as landlords might be expected to 
receive for the hereditaments in the 
form of rent. This was the problem in 
the L.P.T.B. case. 


The Rating Judgment 

The judgment of the \ 
Canal Commission in the L.P.T.B. 
appeal was read by Mr. Justice 
Wrottesley, the President, on Septem- 
ber 16, and it occupied over two hours. 
The board claimed that its assessment 
by the Railway Rating Authority, at 
£1,594,000, was excessive. The court 
now applied the directions in the Rail- 
way (Valuation for Rating) Act, 1930, 
section 4, and fixed that nebulous 
figure—the rent which a hypothetical 
tenant might be expected to pay for 
the railway undertaking as a whole— 
at £945,270. This is satisfactory from 
the point of view of the board, but no 
new principle of law was laid down, 
and the decision on this is one of fact 
confined to the particular case, 
although the rulings of Lord Hailsham 
in the Southern Railway case were 
freely quoted. Several other points of 
interest were decided. First, it was 
held that sums amounting to £273,156 
received from the Government under 
statute, to assist in paying interest on 
money borrowed to develop the passen- 
ger transport service, were not revenue 
receipts, and were not to be computed 
in arriving at the rateable value. Upon 
the question whether £20,000, being 
the amount of receipts from station 
bookstalls let under agreement or 
licence, were to be included, the board 
was less successful, and here the view 
of the assessment authority was 
affirmed. As toa sum set aside by the 
board on a two years’ average for obso- 
lescence, the court held that this was 
just as essential as renewals and that 
the deduction of £415,000 for these 
items was justified. 

Rolling stock, signalling apparatus, 
plant and equipment, were alike held 
to be essential to the working of the 
railway and therefore to be taken into 
account in estimating the rateable 
value, so that on these points the board 
failed. Finally, the court affirmed the 
authority in holding that Lots Road 
and other power house stations were 
not ‘‘ industrial hereditaments ’’ for 
the purposes of the Act. At the con- 
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clusion of the judgment Mr. Justice 
Wrottesley and the other members of 
the court said that in these perilous 
times 22 days was too long a period to 
be taken up in the hearing of the 
appeal, and that this seemed an 
extravagant expenditure of time and 
money. The argument as to payment 
of costs was deferred. 


Railways and War Damage 

The agreement whereby an annual 
payment of £43,000,000 is to be made 
by the Government to the railway com- 
panies for transport services is wel- 
comed in legal circles as a clear and 
simple solution of problems which were 
fraught with difficulties. The agree- 
ment is to continue for the duration of 
the war and for a year afterwards. In 
the matter of war damage contribu- 
tion the railway companies, being 
‘* public utility companies,’’ are not 
subject to the provisions of the War 
Damage Act, 1941; but payments on 
account may be made by the Govern- 
ment towards the cost of urgent repairs 
where made necessary by war damage 
(Section 40, sub. s. 3b), provided that 
a certificate of urgency has been ob- 
tained from the appropriate depart- 
ment. 

Parliament has not yet passed legis- 
lation as to the war damage scheme, 
which is to take the place of the 
general provisions of the Act (see THE 
RaILway GAZETTE, May 29), but the 
chief point is said to be that the State 
will be liable for only half the damage, 
the railway companies bearing the other 
half. The companies will contribute 
four annual instalments by way of pre- 
miums, commencing in July, 1942. It 
should be added that undertakings car- 
ried on by railway companies as 
accessories to their work, such as hotels 
and laundry companies, come under 
the head of public undertakings and are 
not treated separately. 








St. Louts SouTH-WESTERN REOR- 
GANISATION PLAN.—The Interstate Com- 
merce Commission has published the 
details of a final Section 77 reorganisa- 
tion plan for the St. Louis South-Western. 
Under the new plan, which would 
become effective on January 1, 1942, 
the capitalisation, including loans and 
bills payable, would be reduced from 
$105,946,995 to $75,000,375, and the 
fixed interest charges would be brought 
down from $3,159,045 to $1,513,731. 
The majority of the commission found 
that the equities of the preferred and 
common stockholders had no value and 
should be given no recognition. Chair- 
man Eastman wrote a lengthy dis- 
senting opinion in which he objected to 
the treatment of the minority stock- 
holders and urged that the case be 
re-opened so that the commission might 
consider the possibility of providing 
that the ‘‘Cotton Belt’”’ and _ the 
Southern Pacific be merged as a part 
of the final reorganisation plan. The 
Southern Pacific holds some 87 per cent. 
of the common and preferred stock of 
the Cotton Belt. 
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Notes and News 


The British Railways’ Press 
Office.—The address of the British 
Railways’ Press Office has been changed 
to co Southern Railway, Waterloo 
station, S.E.1. 


Salvador Railway Co. Ltd.—The 
registered office of this company has 
been transferred to 117, Old Broad 
Street, London, E.C.2; telephone num- 
ber London Wall 1750. 


Southend Transport.—The South- 
end Corporation decided at its meeting 
on August 19 to abandon its tramway 
system in favour of buses and trolley- 
buses ; the tram lines will be sold as 
war scrap. 


Madeira Railway Closed.—tThe 4- 
mile funicular Mount Railway, the only 
railway in Madeira, was closed entirely 
through the year 1940, and there is no 
prospect of a resumption of service 
until after the war. 


American Electric Locomotive. 
One of the very few electric locomotives 
in the U.S.A. built by the owning rail- 
road is a four-bogie 1,080 h.p. (one-hour) 
d.c. locomotive recently completed by 
the Oregon Electric Railway for freight 
trains; it weighs 90 tons. 


Imperial Airways Limited.—A 
general meeting of members of this 
company will be held on Thursday, 
October 9, at 12.45 p.m., to receive the 
liquidator’'s report showing how the 
winding-up of the company has been 
conducted and the property of the 
company disposed of. 


New York City Transit System. 

Che following are the route and track 
mileages of the railway, street tram 
way, motorbus services of the system 
operated by the Board of Transporta- 
tion of the City of New York: 


Route Track 

miles miles 

Railway : subway 134-60 386-50 

elevated 92-19 274-33 

surface 19-63 64°59 

Total 246-42 725-42 

Street tramway lines 217-37 423-13 
Bus services 79-74 


Institution of Mechanical Engi- 
neers’ Programme.—tThe Institution 
of Mechanical Engineers’ programme 
arranged for the first half of the coming 
session includes the presidential address, 
by Mr. W. A. Stainer, on ‘ The Position 
of the Locomotive in Mechanical Engi 
neering ’’ (October 24); the Thomas 
Hawksley Lecture, ‘A Century of 
Tunnelling,” by W. T. Halcrow (No- 
vember 21); a joint meeting with the 
Institution of Civil Engineers for dis- 
cussion of papers on the hammer- 
blow on rails and the balancing of 
locomotive engines (December 16); a 
paper by Mr. R. Poole on ‘‘ The Axial 
Vibration of Diesel Engine Crankshafts”’ 

in conjunction with the Internal 
Combustion Engine Group (December 
19) ; a paper by R. B. Gillham on “ The 
Utilisation of Wood Refuse for Steam 
Raising ’’ (January 9); the Thomas 
Lowe Gray Lecture, ‘‘ The Propelling 
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Machinery of Cross-Channel Packets,”’ 
by Major William Gregson (January 23) ; 
and (in conjunction with the Manu- 
facture Group) a paper on “‘ Mechanisa- 
tion of Foundries in Europe,” by A. S. 
Beech (February 20). The meetings 
will probably be held at 2.30 p.m. 


Agreed Charges.—Applications to 
the number of 120 have been lodged 
with the Railway Rates Tribunal for 
the approval of agreed charges under 
the provisions of Section 37 of the 
Road & Rail Traffic Act, 1933. Notices 
of objection must be filed on or before 
October 3, 1941. 


Great Southern Railways (Eire). 

For the 36th week of 1941 the Great 
Southern Railways Company reports 
passenger receipts of £44,386 (against 
£40,582), and goods receipts of £60,529 
against £51,307) making a total of 
{104,915 against £91,889 for the 
corresponding period of the previous 
vear. The aggregate receipts to date 
are passenger (1,450,866 (against 
£1,295,749), goods £1,812,188 (against 
1,643,195), making a total of (3,263,054 
(against £2,938,944). 


Abandonment of Clogher Valley 
Railway.—The Northern Ireland Gov- 
ernment proposes to close and wind up 
the Clogher Valley Railway, which runs 
37 miles from Tynan, County Armagh, 
to Maguiresbridge, County Fermanagh, 
and is a 3-ft. gauge line opened in 1887. 
The Government Bill providing for this 
states that a liquidator is to be appointed 
and he will sell all property and assets. 
Whole-time employees with more than 
two vears of service will be entitled to 
compensation, and for those with at 
least ten years this will be an annual 
allowance of one-sixtieth of their re- 
muneration for every complete year of 
service up to a maximum of forty years. 
Those with less than ten years will 
receive a gratuity of one-twelfth for 
every completed year. The Govern- 
ment proposes to meet all amounts 
pavable in respect of dividends guaran- 
teed on the share capital. The railway 
is at present under the management of a 
joint committee of the Tyrone and 


Fermanagh County Councils 


Retired Railway Officers’ Society. 

The Retired Railway Officers’ Society 
is making a determined effort to carry 
on despite war conditions and the 
inevitable losses in membership sus- 
tained from time to time. At the well- 
attended bi-monthly meeting the deaths 
of both the Honorary Auditors, Messrs. 
A. H. Bull and J. Procter Smith, were 
reported. In their places Lt.-Colonel 
J. S. Wilson, formerly Assistant Audit 
Accountant, Southern Railway, and 
Mr. J. F. Gee, formerly Chief Accountant, 
L.M.S.R., were elected. A feature of the 
September meeting was the talk given 
by Mr. F. R. Potter, later Superintend- 
ent of the Line, Great Western Kail- 


way, upon his induction as a new 
member. This included some highly 


interesting personal reminiscences of his 
46 vears in the railway service, among 
which journeys with Royal trains formed 
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part. The talk was much enjoyed |} 
those privileged to hear it and it 
hoped that other members may cor 
tribute at future meetings. 


War Damage Insurance under the 
Business Scheme.—The Board 
Trade has decided with the approval 
the Treasury that the premium payabl: 
under the Business Scheme for the whole 
year to September 30, 1942, shall not 
exceed 30s. per cent. For the period of 
six months up to March 31, 1942, tl 
rate of premium will be 15s. per cent 
which will be payable at the option 
the insured either in one sum or in tw 
instalments at 7s. 6d. per cent. eac! 
covering the quarterly periods to Decen 
ber 31, 1941, and March 31, 1942. Th 
rate of premium for the subsequent si 
months will be determined in March 
next and will not exceed the limit 
indicated. 


Great Southern of Spain Railway. 

-At the ordinary general meeting of 
the Great Southern of Spain Railway 
Co. Ltd., the Chairman, Mr. C. H 
Pearson, referred to the position of thi 
company under the Spanish Nationalisa 
tion Law of January 24, 1941. Noti 
fication was duly received of the amount 
of compensation proposed for the com 
pany by the Superior Railway Council 
in Madrid, but, as it was considered 
totally inadequate, the directors took 
steps to have prepared and submitted 
an expert valuation, for which the law 
provides. Up to the present no word 
has been received as to the decision of 
the Government. 


Holmes Chapel Accident, L.M.S.R. 
—On September 18 Colonel A. C. 
Trench, for the Minister of War Trans- 
port, opened his inquiry into the 
collision which occurred on the L.M.S.R. 
at Holmes Chapel, 8} miles north of 
Crewe, early on September 14, when the 
12.50 a.m. Crewe-Manchester express 
overtook the 12.35 a.m. Crewe-York 
mail train, causing nine deaths. William 
Stoddard, the fireman of the York train, 
in evidence, stated that because his train 
had been brought to a stand at Holmes 
Chapel station by signals, he had gone 
to the signal box to ascertain the reason. 
Signalman Perks seemed surprised at 
being told by Stoddard that his train 
was the 12.35, and said he thought it 
was the 12.50. Stoddard had just 
reached the box when the signal was 
pulled off for his train to proceed, and 
he was still there when the collision 
occurred. Driver Hall and Fireman 
Jones, of the colliding train, said that 
when they reached Holmes Chapel the 
signal was off. Speed had been reduced 
from 50 to 30 m.p.h. for a_ speed 
restriction beyond Holmes’ Chapel. 
Neither of them saw the rear light of the 
York train, nor were they aware of its 
presence until they had crashed into it. 
Their engine rolled over on its side, but 
they were able to crawl out uninjured. 
Driver Hall stated that Signalman Perks 
agreed that the distant signal was off. 
Colonel Trench then decided to con- 
tinue the proceedings in private. 
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Railway and other Reports 
Wabash Railway Company. — 


\verage mileage operated in 1940 was 
2,409. Railway operating revenues 
mounted to $46,013,670, an increase of 
1,351,144, and operating expenses 
totalled $34,705,545, an advance of 
$460,406, bringing the operating ratio 
down from 76-68 per cent. to 75-42 per 
cent. Net railway operating income 
vas $994,099 higher, at $4,553,345, and 
the total income was $5,188,628, an 
mprovement of $1,194,840. After pro- 
iding for all fixed charges, there was 
a net deficit of $2,355,899, comparing 
with a net deficit of $3,542,184 in 1939. 


Lehigh Valley Railroad Company. 

The annual report for 1940 shows a 
net deficit, after interest and other 
charges, of $301,026, an increase of 
$242,470 over the 1939 net deficit. 
\verage mileage operated was 1,275, a 
decrease of 8 miles. The railway 
operating revenues of $47,479,837, 
showed an advance of $2,120,850, and 
the total operating expenses of, 
$33,223,585 being only $431,340 higher 
the operating ratio improved from 
72-29 per cent. to 69-97 per cent. Net 
railway operating income was 
$6,883,261, a decrease of $266,065. 

Chicago & North Western Rail- 
way Company.—Net railway oper- 
ating income in 1940 was $10,094,500, 
an increase of $4,372,240 in comparison 
with 1939, and the deficit after interest 
and other charges was $5,222,369, or 
$3,887,499 less. Average mileage oper- 
ated was 8,324, a decrease of 25 miles. 


Railway operating revenues, at 
$92,800,307, were $5,549,847 higher, 


and the total operating expenses of 
$73,162,961 showed an increase of only 
$888,088, so that the operating ratio 
was reduced from 82-8 per cent. to 
78-8 per cent. Net railway operating 
income was $10,094,500, an increase of 
$4,372,240. 

Pere Marquette Railway Com- 
pany.—tTotal mileage operated as at 
December 31, 1940, was 2,102}, a 
decrease of 12% miles. Operating 
revenues amounted to $33,007,016 in 
1940, an increase of $2,774,337 on 
1939. In the operating expenses of 
$24,939,823 there was an advance of 
$1,461,064, but the operating ratio 
improved from 77-66 per cent. to 
75:56 per cent. The net railway 
operating income of $4,063,208 was 
$711,122 higher. Net income, after 
fixed charges, amounted to $1,253,067, 
an improvement of $924,156. Sinking 
and other reserve funds took $1,150, 
and the income balance transferred to 
profit and loss was $1,251,917. 

Portuguese Railways Company. 

The Companhia dos Caminhos de 
Ferro Portugueses operates 2,547 km. 
(1,583 miles) of broad-gauge (5 ft. 6 in.) 
railways, of which 1,373 km. (853 miles) 
belong to the State and are leased to 
the company. Of the whole system, 
359 km. (223 miles) are double track. 
The report for 1940 shows that the 
result of working on the company’s 
railways was a small profit, but this 
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was more than absorbed by the loss 
on the State lines. The whole system 
showed gross earnings of 248,685 contos, 
compared with 234, 122 contos in 1939, 
and expenditure amounting to 238,541 
contos, as against 216,646 contos in 
the previous year, net earnings having 
fallen therefore from 17,476 contos to 
10,144 contos. The number of pas- 
sengers increased by 499,400, to 
15,886,740, in spite of the restricted 
train service due to fuel difficulties, 
and the reduction in the number of 
international travellers. 

A. Reyrolle & Co. Ltd. 


dividend 5 per cent. (same). 


Southdown Motor Services 
Limited.—Interim dividend of 5 per 
cent. (same). 

Maidstone & District Motor Ser- 
vices Limited.—Interim dividend of 
5 per cent. (same). 

West Riding Automobile Co. Ltd. 

Interim dividend on ordinary capital 
4 per cent., less tax (same). 

Wm. Beardmore & Co. Ltd. 
An interim dividend of 3 per cent. 
has been declared on account of the 
year 1941 (same). 

Thomas Robinson & Son Ltd.— 
The directors have declared an interim 
dividend of 2} per cent., less tax. No 
interim dividend was paid last year. 

Thos. W. Ward Limited.—There 
is unavoidable delay in issuing the 
annual report and balance sheet. The 
usual quarterly dividends on the first 
and second preference shares will be 
paid on September 30. 

Hurst, Nelson & Co. Ltd.—Net 
profit for the year ended Mid-July, 1941, 
after taxation, was 432,132, against 
£44,108 for 1939-40. Ordinary dividend 
for the year is 124 per cent., less tax. 
This compares with a total distribution 
of 15 per cent. for 1939-49, which in- 
cluded 2} per cent. reserved from profits 
for 1938-39. 

Sheepbridge Coal & Iron Co. Ltd. 
—Net profit, after depreciation, for 
the year ended June 30 last was 
£177,236 (£222,166). A sum of £20,000 
is allocated to reserve for renewals and 
a similar amount to war damage con- 
tribution. The dividend is 9 per cent. 
tax free (10 per cent. tax free), and the 
amount carried forward is £115,181, 
against £110,459 brought in after de- 
ducting additional tax of £15,000 on 
1939-40 profits. 


Interim 








Contracts & Tenders 


Britain delivered to Turkey £3,598,433 
worth of goods during the eight months 
to August 31 and they continue to be 
shipped at the same rate. The largest 
single item (£733,866) was 9,704 tons of 
locomotives, tenders, and goods wagons, 

Egypt received two modern loco- 
motives from Great Britain during the 
week ended September 13, according to 
a Reuters message from Cairo. They 
were in addition to 23 locomotives 
received during the past three months. 
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The Bengal-Nagpur Railway has 
placed an order, to the inspection of 
Messrs. Wolfe Barry, Robert White & 
Partners, for cylinders for N-class loco- 
motives with Lentz vaivegear with 
Associated Locomotive Equipment 
Limited. 








Forthcoming Meetings 
Oct. 9 (Thurs.—The Arica & Tacna 
Railway Company (Ordinary general), 
69, Old Broad Street, London, E.C.2, 
at 11.30 a.m. 








British and Irish Railway 
Stocks and Shares 


Prices 
oo rihed 
Stocks rs 3m s 
ee o> ept. Rise 
* i 9 | Fall 
1941 . 
G.W.R. 
Cons. Ord. ... eos} Se 224 40 — 2 
5%, Con. Pref. .. 1034 58 1004 —_ 
5% — Pref. - (1950) 1054 88 103 
4%, De .. 1074 904 1074 — 
44% Geb. ue ... 1084 964 109 +1 
44% Deb. ... oe! 1143 %6 1154 
5% ‘Deb. ee eoe| 124 106 128 a: 
24% Deb. . -. 664 57 66 aa 
5% Re. Charge’ ooo) LITE 97 124 — 
5% Cons. Guar. evel aw 904 1213 | 
L.M.S.R. 
Ord. ... ie eco] ae 9 5s — 2 
4% Pref. (1923) «-. 604 21% 50} — 2 
4% Pref. | 703 35 634 -— 1 
5% Red. Pref. (1955) 944 60 934 — 
4% Deb. .. Old 8! 1Ol4 — 
5% Red. Deb. (1932) 1094 102 108 — 
4% Guar. . | 939 65 944 — 
L.N.E.R. 
5% Pref. Ord. oats 83 I} 23 ji— §$ 
oy Ord. - ee 43 iF} 14 _ 
» First Pref. oe @ 20 49; —2 
% Second Pref. .. 225 6} 18 
$02 Red. Pref. (1985) 80 344 764 sali 
4% First Guar. . 86 56 854 1 
4% Second Guar. ... 77 37 764 +1 
3% Deb. mA oad a 544 754 nd 
4% Deb os) an 74 1004 a 
5% Red. Deb. (1947) 107 963 104 on 
44°, Sinking Fund 104 98 lOl¢ on 
Red. Deb. 
SOUTHERN 
Pref. Ord... on a 34 614 |- 3 
Def. Ord. ae asl ae 7 i3f |— iy 
5% Pref. .. 1044 583 974 ps 
5% Red. Pref. (1964) 105 85 1034 
~ Guar. Pret. .. 1163 99 i214 j+ 1 
4 yA Red. Guar. Pref. 114 94 tile pies 
ae 
as on --.| 1063 845 106 + 9 
5°, Deb - 1224 100 inet _ 
4% Red. Deb. (1962- 106 964 105 n 
) 
4% Red. Deb. (1970- 106% 93 105 a 
80) 
FORTH BRIDGE 
4% Deb. ee | 954 87 944 on 
4% Guar. ... oon] On Blt 944 ‘iets 
P.T.B 
Si "A” .. 116 103 es 
% “A” 1214 107 at oe 
44% °* T.F.A.”° 1054 101 1014 sass 
. 116 102 1134 |+ 2 
“eG” 654 24 44 ? 
MERSEY 
Ord. one] ae 184 204 wi 
4% Perp. Deb. ose] “Fae 864 954 |+ 1 
3% Perp. Deb. ooo} 68 63 70} + 4 
3% Perp. Pref. i ae 503 56 —_ 
IRELAND 
BELFAST & C.D. 
Ord. * 4 3 4 
G. NORTHERN 
Grd. wn a eee 44 It 7 - 
G. SOUTHERN 
a a “ee oa Son 4 5 _- 
Pref. ... a coo, «OS 6 64 _ 
Guar. 00 see eee! 36 15 27 _ 
Deb. coe! S58 40 505 _— 
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turn of events in the war, 
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Railway Stock Market 


Sentiment in Stock Exchange 
the latest 


is been influenced mainly by 


markets 


and security 


values showed a further reaction, although 
in comparison 


this was again moderate 
ith the advance recorded 
month. In fact, selling pressure 


Ww 


earlier this 


was not 
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markets was attributed 
creased demand. The general undertone 
because the 


hz 
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mainly 
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indicates confidence in the 
ingness to take more than 


N 


future 
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assumption is 
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Ww 
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to be 


to de- 
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and will- 
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in small 


bearing in 


awaiting 
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values, under 
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fact that home 
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railway prior charges offer 


ce 


de spite the 
markets this week, these 
ive been relatively firm. 


hi 


There is 


yields which 


ympare very favourably with those given 
by other first-class investments, and 
tendency of 


reactionary 


prior 


charges 


In fact, they 
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agreement. 


Nevertheless, the view con- 


tinues to be held in most quarters that 


dividends are 


last year’s rates, 


full details of the 
rather than a downward, 


likely 


agreement, 


to be 


maintained at 
and that following the 
an upward, 
adjustment of 


prices may be witnessed, if the surround- 
ing market tendency 


vields 


on 


L.N.E.R. 


preferred 
tive, particularly 
virtually 


] 
garae d 


das 
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one year 
Following last 


Great Western ordinary 
393 at the 
cent. preference 
was unchanged on balance, 
transferred at a 


41} to 
the 5 per 


L.M.S.R. 


is satisfactory. The 


1923 preference, 


first preference, and 


also appear 
as these 


payments 
afterwards. 
week’s 


cent. debentures 


higher price 

was 153 a week 
back to 15}; the 
better than 49}, 
On the other 
have been 


writing, 
was 
Quotations for L.? 
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to be very 
stocks are re- 
assured of their full 


Southern 
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during the war and 


improvement, 
has reacted from 


time of writing, but 


L.M.S 
ago, 
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stock at 1004 
and the 4 per 
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moved 
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hand, 
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time the guaranteed 
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fractionally 
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higher 
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..M.S.R. debentures 
time of 


at 953. 


issues 


were unchanged as compared with a week 
elsewhere, 


ago, but 


the first guaranteed 


week ago. 
unable to 


with 64 a 


week 
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Southern preferred was 
move against 
trend, the current level of 603 compari: 
and the 
to 13}. 


stock declined from 


theless, a 
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14} 
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marke 
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Government 
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were fairly well maintained, and where declined slightly to 85}, although the balance. There was, however, a shar 
changed, only fractional movements have second guaranteed has remained around downward movement in various ordinar 
been recorded on balance. On the other 76 at the time of writing. Of L.N.E.R. stocks in which speculative activit 
hand, the junior issues moved lower, preference issues, the firsts declined a recently developed in the market. India: 
there having been little disposition for point to 48} in accordance with the ten- railway stocks held recent gains, but 
demand to improve in advance of publi- dency on the Stock Exchange, and the Canadian Pacific reflected the prevailing 
cation of the full terms of the financial seconds were 17}, compared with 18 a tendency. 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Traffic for Week = Aggregate Traffics to Date Prices 
Miles Week = Totals Shares ~ a ¢ 
Railways 1900-41 Ending — inc. or Dec. | % inepenne or Pa s¢ 32 Sz = g ¢ 
h —_ compared é Site Your on om Decrease =| =f. | & eed 
this year | with 1940 | 2 ; =z Es 3 * 
£ é £ . £ £ 
hili livi 834 14.9.41 20,670 + 3.420 37 688,3005 637,860 + 50,440 Ord. Stk. It 34 8 Nil 
f poset ag Ponca — 753 13.9.4] ps. 215,300 + ps.38,900 I! ps. 2,205, 109° ps.1,934,500 + ps.270,600 ‘i 33 | 3 Nil 
| Bolivar Raat 174 Aug., 1941 3.850 + 300 34 30,717 32,189 — 1,463 6p.c. Deb. 6s $ 6¢ Nil 
— oo —_ me . —_ —_ Bonds 6 Nil 
F see 3 
} ey a 69.41 ps.1,205,000 +ps.116,000 10 ps.13,136,000 ps. 11,110,000 +ps2.026,000 Ord. Stk. 44 | 5$_ Nil 
| Buenos Ayres Great Southern 5,082 6.9.41 ps.1,982,000 +ps.258,000 10 ps.20,084,000 ps. 19,138,000 + ps, 946,000 Ora. Stk. 10% 3 e Nil 
| Buenos Ayres Western 1,930 6.9.41 ps.779,000 +ps.217,000 10 ps.7,479,000 ps. 6,122,000 +ps.1,357,000 is 8} 2 6 Nil 
Central Argentine 3,700 13.9.4) ps.2,026.650 +ps. 687, 000 II ps.19,442,100 ps. 15,617,000 +ps.3,824,300 ve 82 2 ¢ Nil 
g Do | — ~ — — - — Did. 4 } Nil 
. U {M. V d 972 6.9.41 20,607 + ’ 00s 10 209,666 175,361 + 34,305 Ord. Stk. 33 + 4 Nil 
th Ureguey « eee 188 July, 1941 24,576 + 5,945 4 24.576 18,631 + 5,945| Stk. 235| 14 | 13 | 058 
< | Dorada 70 Aug.. 1941 12.450 — 850 34 100,750 98,500 + 2.250 IMt.Db. 99 97% 97 6% 
Sj Entre Rios... 808 13.9.4] ps. or 800 + ps.71,000 I! ps. 3,298,900 ps. 2,632,200 + ps666.700 Ord. Stk. 4 + 4 Nil 
5 } Great Western of Brazil 1,016 13.9.4] 8.300 + 400 37 327,400 359,900 — 32,500 Ord. Sh. 4/- Whe a Nil 
& ) International of Cl. Amer. 794 July, 194! $448. 277 + $28,594 30 $3,484,852 $3,724,776 — $239,924 — .- _ - = 
U | Interoceanic of Mexico _— _ — — ae _ _ Ist Pref 9d. 9d. + Nil 
® | La Guaira & Caracas... 223 ~Aug.,1941 8.580 + 2.135 35 51,825 52,060 — 235 _ 6 4 — _— 
= | Leopoldina we 1,918 6.9.41 30,414 + 7.764 36 910,298 796,679 + 113,619 Ord. Stk. 24 4 34 Nil 
S Mexican as 483 7941 ps. 316,000 ps.96,600 10 ps. 3,014,100 ps. 2,613,000 + ps 401,100 ols 2/1tg nh rn Nil 
3 | Midland of Uruguay 319 July, 194! 13,892 + 506 4 13,892 10,386 + 3.506 ea : a e 
Nitrate oe 386 15.9.4] 9,432 1,316 37 101,153 128,117 — 26,964 Ord. Sh. 23 ! 3 42, 
Paraguay Central 274 13.9.41 ps.2,802,000 + ps. 4,000 I!  ps.37,512,000  ps.38,803,000 |—ps.1,291,000 Pr.Li.Stk. 41 36 394 7% 
Peruvian Corporation 1,059 Aug., 1941 71.658 + 2,480 8 137,208 134, + 2, Pref. 4 | 4 Nil 
Salvador ane 100 28 6.41 12,723 + c1,600 52 804,130 £981,987 — ¢177,857 _— — — — _ 
San Paulo 1534 7.9.41 35,000 + 2 36 1,351,674 1,321,870 + 29,804 Ord.Stk. 5 23 444 44 
Taltal 160 Aug., 1941 5,985 + 3,520 8 9,165 550 + 4,615 Ord.Sh. I5S/I} i + Nil 
United of Havana 1,346 13.9.4] 18,859 + 3,783 ‘II 211,435 173,614 + 37,821 Ord. Stk. 4 2 Nil 
Uruguay Northern ... 73 = July, 1941 1,324 376 4 1,32 948 + 376 _ — — — _ 
$ { Canadian National 23,560 7.9.41 1,169,436 + 230,200 36 39,805,408 32,398,590 + 7,406,818 _ — = — — 
2 Canadian Northern _ _ — — _— _ -- Perp. Dbs. 86 68 925 4% 
3 Grand Trunk — — — _ — _ — = 4p.c.Gr. 1053 9542 1014 38 
Canadian Pacific 17,153 79.41 853.200 + 147,200 36 28,691,000 21,946,200 + 6,744,800 Ord. Stk. 9% 45 103 Nil 
{ Assam Bengal.. 1,329 _ — = - _ _ Ord. Stk. 993 7! 100 3 
BarsiLight ... ne 202 30.6.41 5,220 + 2,670 13 51,999 33,127 + 18,863 _ _ - _- 
Bengal & North Western 2086 Aug.,1941 227,325 + 13,821 22 1,287,150 1,278,852 + 8.298 Ord. Stk. 283 234 307 ca 
cy Bengal-Nagpur . 3,269 31.5.41 283,725 + 21,334 9 1,509,300 1,552,418 — 43,118 a 96 835 1004 4 
= | Bombay, Baroda & cl. India. 2,986 10.9.41 289.275 + 45.525 23 4,611 000 4.322.175 + 288.825 * 108 99 1084 5+ 
™ | Madras & Southern Mahratta 2,939 10.7.41 192,600 + 48,434 14 2,029,029 1,799,695 + 229,334 ‘ 104 97% 1024 7% 
| Rohilkund & Kumaon 571 Aug., 1941 47,025 — 2,174 22 301,312 301,286 + 26 os 284 238 300 5+ 
\ South Indian = 2,500 20.5.4] 140,378 + 13,073 7 691,539 626,49! + 65 048 - 933 83 974 44 
{ Beira ... 204 July, 1941 74,593 — 43 727,546 — — — _ — ae _ 
| Egyptian Delta 610 20.6.41 6.827 + 2,317) 12 52,511 37,521 + 14,990  Prf. Sh 704 FI Fj Nil 
3 | Manila — — _ _— — — — — B. Deb 53 445 —CO6 5 53 
© } Midland of W. Australia 277 Apl., _ 16,133 + 113 43 150,334 131,396 + 18.938 Inc. Ceb 88 80 £9} tH 
= 4 Nigerian 1,900 6.4 44,945 — 12,185 13 697,968 499.238 + 198,730 _ _— _ - _— 
> | Rhodesia ‘ 2,442 = July. 1941 464,690 = 43 4,682,300 a — -— — _ _ = 
| Seuth Africa ... 13,291 act 8.41 717,629 65,420 19 13,899,181 12 548,791 + 1,350,390 _ — ~_ ~ 
\ Victoria 4,774 . 1941 999.841 + 183,876 44 — _ oe _ _ —j|- 
Note. Yields are based onthe approximate current prices and are within a fraction of Argentine traffics are given ir. pesos 


t Receipts are calculated @ Is. 6d. to the rupee 
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